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Railroad Economies as a Pseudo Science. 





To THE EDITOR OF THE RAILROAD GAZETTE: 


In your issue of Jan. 5 I find a long article from Mr. Wm. 
P. Shinn, M. Am. Soc. C. E., on (what is not) the cost of a 
grade crossing stop. : 

IT am “ tilled with amazement” at the character of the ar- 
ticle, that instead of using facts and arguments to show 
what is the cost of the grade-crossing stop, the writer should 
have become wild with flat contradiction, ridicule and per- 
I submit it to the candid reader to judge 
whether the course pursued in that which scores high credit 
marks, and furnishes assurance of cultured manhood; 
whether it is nobler to present figures calculated to estab- 
lish an important proposition, differ if it will from the re- 
sults of another, or to become a deserter to the commands 
of reason, and, acting on a mere impression, to fly with an- 
vihilating intent, not only at figures based upon premises, 
but their author also. 

Had Mr. Shinn employed the power of concentration (:) 
evinced in this article to fill a tenth part of the space, of over 
five columns, occupied by this article, with new facts and 
figures, he probably could have redeemed the other nine- 
tenths. But no, he could not ‘‘ now undertake to show what 
is’ even “‘ the approximate cost of the grade-crossing stop,” 
because the space is judged to be in greater need for destruc- 
tive purposes than for figures which ‘“‘may be made the 
basis of business transactions involving large interests.” Had 
Mr. Shinn been less hasty, and instead of using a cudgel, had 
used an ordinary pen, he probably would have avoided some 
bad ink stains. 

If he objects to the premises, why not show bow to ob- 
tain better ? 

As to the bald guessing of $100 per day, of the cost of 
stops at a single grade crossing, I may state that if it isa 
guess itis not my own. The figure was obtained from a 
railroad man of large practical experience, for which 
reason it was considered of sufficient value to present. 

Exception appears to be taken to estimating the cost of 
the stops in terms of the time lost in making the stops. 

This element depends upon the question of supply and 
demand. Railroad blockades are of occasional occurrence 
if not frequent, indicating that we now have none too many 
railroads, and so it will be 10 years hence. If appliances 
come into general use within five years from the present for 
avoiding the stops at crossings, then we may safely predict 
that 10 years from the present time there will be less miles 
of railroad than if the stops have to be made. The existing 
roads will then have the benefit due to making the crossings 
at speed. Any one road of given length, given rolling stock 
and operating force will thus realize higher earnings in pro- 
portion to the gain at the crossing. In estimating this gain, 
the time lost at a stop was found, and then, on the suppo. 
sition of that time being used in running instead of stopping, 
it was counted as amounting to the earnings of that 
additional run. This seemed fair, from the fact that the 
road now carries more freight than it would if tue stops 
were made. 

The time saved was concluded to be somewhat over that 
required toruna mile. Allowing a mile for it, then it isa 
question whether the gain is to be counted in earnings or 
cost of operating a mile. My opinion was and is, that it 
should be earnings, and I called it cost of the stops because 
in making the stop we are that much short according to the 
above. 

If, however, we take it in cost of operating, we find au- 
thority for figures leading to as high results as any I have 
given. In Van Nostrand’s Engineering Magazine, vol. X., 
page 470, we can quote from O. Chanute, C. E., for total 
cost of operating freight trains at from $0.88 to $1.92 per 
mile. These figures are given by a prominent railroad engi. 
neer ascest. Also I have it as testimony of a railroad man 
(and the combined evidence of three men), that a mile, in- 

cluding a crossing and its stop, costs from 15 to 25 per 
per cent. more to run than does a clear uninterrupted mile. 
Adding these percentages to the above named costs per 
mile, and taking the sum for the cost of one mile lost at the 


crossing, we have, for the cost of the stop : . 

MRSS 2. asc canden auroras meetesaltena sacs $0.88 to $1.92 

PTI bins 005601526 oeMNRR KAAS 02665440 0.13 to 0.48 
Minimum and maximum...... baeerendarien $1.01 and $2.40 


figures within which all of my previously published results 
for this are found to fall. 

If we add 50 per cent. tochange the above to earnings, we 
have $1.50 and $3.60. 

As to the objection to the statement that $500,000 
will cut a mile of tunnel, I cite figures in Van Nostrand’s 
Engineering Magazine, vol. VIIL, page 284, where the 
cost per mile for one tunnel is given in amount about 
$255,000, and for six different tunnels cited the average 
is $490,000. 

As to the ridicule thrown at the range of$ valves of my 
figures, I think it will be conceded that my figures will 
compare favorably with estimates of great number of engi- 
neering works, if the final costs of those works can be taken 
as the basis of comparison. One tunnel is estimated at 
£90,000 and costs £350,000. How is it with the Hoosac 
Tunnel and the East River bridge? §S. W. RoBINson. 


What the Car Service Might Be. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

The present scarcity of cars for freight is partly due, no 
doubt, to activity in freight movement, but the present 
stock of cars would doubtless be amply sufficient if they were 
kept properly at work. 

This assertion is not made of any particular road, but of 
the car service of the railroad system asa whole. Without 
question the organization and operation of the car service 
department is very imperfect; and ona large number of 
roads there is no organization at all. 

Tbere are departments in railroad service whose advan- 
tages must be experienced before they are at all appre- 
ciated ; these are especially departments of supervision. 
For example, many roads are still ignorant for lack of the 
experience, of the advantage of a thorough system of ac- 
counts supervising by record all parts of the service, and 
therefore such -organization of accounts is considered un- 
necessary. In making these remarks it should be understood 
that the matter of time and circumstance is not left out of 
account ; in the organization of railroads what is necessary 
toa large and ecmplex system would be an incumbrance to 
a small road. 

Car service, however, involves the interests of all rail- 
roads ; and even those small and local lines which do pot 
allow their cars to go from their road are interested finan- 
cially in an efficient service for the whole country, since this 
rule (which may now be a wise one) obliges them to do an 
amount of hauling of foreign empty cars entirely unneces- 
sary. Small roads with, let us say, 500 cars, have in a large 
majority of cases, no car service department whatever ; 
larger roads have departments more or less complete, but 
all without exception, it is claimed§by their heads, crippled 
in service and, what is equally important, in ambition by 
very limited assistance. It may be worth while, therefore, 
to consider from a practical point of view what a car record 
department might be and what advantage the road, and 
specifically other departments, would receive from it if 
properly organized and efficiently conducted. 

The movement of freight may be said to be the main ob. 
ject of railroad business; so long as this remains the case 
the movement and supervision of freight cars will remain a 
very essential part of the duty of receiving all freight 
offered and of forwarding it rapidly and safely, in faithful 
performance of all time contracts made thereon. Prompt 
shipment and early delivery of freight are among the 
strongest inducements that a line can offer to shippers to 
attract their patronage, and inefficiency in this respect may 
cause serious losses. A single delay involving only a few 
days may lose the business of a large shipper, especially 
where half a dozen car-loads of freight arrive the next day 
after the bulk (skipped on the same date) hasleft New York 
harbor by steamer. Of course, this is a mild exaggeration 
to give a definite point, but it clearly illustrates the priaci- 
ple that the soliciting agent is dependent fcr solid arguments 
upon an efficient supervision of cars. 

This duty, however, is supposed to fall, in some measure, 
upon the division superintendent; but any man is relieved 
from blame, if not from responsibility, if he has not the 
means to fulfill the duty imposed uponhim. A part of the 
superintendent’s duty falls naturally to the depart- 
ment of car service, because this department has al- 
ready, and should have still more minutely, a knowledge of 
the facts. Moreover, while the general sup2rintendent has 
supervision over all division superintendents, on the large 
roads this power does not give him supervision over details 
except so far as he has the facts of what from day to day 
and hour to hour is being done; in other words, in any 
efficient orgunization of a railroad, practical supervision by 
subordinate departments becomes quite as necessary as exec- 
utive power; and as a rule an executive officer should be at 
the head of such an office as will relieve him from the de- 
tails and yet place him in immediate knowledge of all the 
facts of the working of that portion of the road over which 
he is placed. For this reason the car-service department, as 
a department subordinate to the general manager, should 
have a certain delegated authority over the movement of 
ears on all divisions, but to a very limited extent. This 
authority, let us suppose, should extend over freight cars as 
follows: 

1, While the executive officers of the road may know wkat 
cars are ata certain station, it is not too much to presume 
that they know nothing as to the details; such details as that 
there are at a given point certain cars of eastern foreign 
roads, and cars of western foreign roads, also other cars 
needed for local service. Hence, if an economical service is 
to be performed by these cars only, the department having 
knowledge of the facts can direct as to order of loading for 
eastward, westward, and local points. 

It is a sound principle that responsibility must not be left 
with those doing absolute work. All kinds of rules, in other 
words, without supervision as to what is to be done with 
them end in loading, for whatever point, those cars which 
come first; and we may add, in getting ihrough on pressing 
order those cars most easily dispatched. In saying this we 
give full credit to that intelligence and faithfulness in 
the ranks which has made American railroad service so 
efficient with so few minds to direct and so little formal or- 
ganization; our remark illustrates (by some exaggeration) 
what will become necessary in improving the efficiency of 
the service above the point at which it bas arrived by the 
more natural method of every man being called upon to do 
as well as he can under the circumstances. 

The proper loading of foreign cars first and foremost for 
their immediate and direct homeward route may bo called 
one of the very fundamental principles of an improved car 








service; the economy of the road’s own cars on its own track 





is another: no home car should be sent to a foreign road 
under any circumstances while a car of that road or vicini y 
remains to be sent in itsplace. Simple as the principle seems 
in statement, if faithfully carried out on all roads there 
would be no scarcity of cars to carry freight even under 
the present pressure. The divergence of cars from their 
direct homeward route is largely the causes of delay in 
reaching home, and under a proper system of supervision 
could be almost entirely prevented. 

2d. Time freight which the road has contracted faithfully 
to deliver needs special supervision, not merely by divisions, 
but at all junction and terminal points throughout the en- 
tire road. It cannot be expected that the divided authority 
of division superintendents will always efficiently do a work 
which needs perfect harmony at many points. 

The car record department bas knowledge of the facts 
which show the source and reason of any failure to fill such 
time contracts, information of especial value for those who 
hear complaints of damage and loss en route and negotiated 
for settling such damages. 

The car service department alone has knowledge of all the 
facts of car movements, and by these facts (supposing tle 
system to be efficient in all its detail) is able to show who 
had control and responsibility at any point during the whole 
time the freight was upon the track of the road. On some 
roads, when it has become a necessity to effect the prompt 
movement of time freight, the control of this movement has 
been placed in the car record department, with the best re- 
sults. 

The car record department needs, however, an accurate 
report not merely from the open track of the road, but from 
every siding and every possible point where the car can be 
and is moved. Preliminary to this it is absolutely necessary 
that the geography of the road down to the most minute de- 
tails of sidings be recorded by such a system as is already 
in use on the Pennsylvania Raijroad, which by simple 
figures and letters not merely gives the distauce but the 
absolute position on the track. Such a map having been 
made, it remains only to require a report of the movement 
of cars by road or switching engines, or by whatever power 
moved, the man in charge of the motor being respousible as 
the conductors of trains are responsible for reports of each 
and every movement. Strange as it may appear to an inex- 
perienced mind, the loss of cars on the tracks of a city is not 
an infrequent matter ; and in disputes frequently arising as 
to time and place of delivery of freight, such knowledge as 
would be furnished by these reports has a value experience 
these alone could estimate, The cost of such increased details 
would not be considerable. 

3. It is already the practice of some roads not to allow 
partly loaded foreign cars to come on their tracks, or their 
own cars partly loaded to leave their road, until the per- 
mission of the car record department has been obtained 
An eighth or a sixteenth of a car load, in a foreign car 
which must be carried toa point from which there will be 
no return freight, involves an expense to the road frequently 
more than equal to the return it receives for carrying the 
freight. 

For these reasons, and to prevent the return over its 
tracks of empty cars which have earned it nothing, the car 
service departments need a control which they alone can 
exercise with discretion. Rules in railroad affairs need to 
be principlés exercised by a discriminating and trained 
mind, having immediate knowledge of a considerable past 
as well as the immediate present. Railroads in this country 
have never had that excess of form and system often com 
plained of on foreign railroads; they have existed solely to 
do business and to move freight as best they could under the 
circumstances, without taking into consideration all the pos- 
sible difficulties, and meeting these by devices of organi- 
zation. This has led to an exaggeration of the doing of a 
thing, and only at the present day is method and economy 
in operation seen to be essential. Supervision and accurate 
record for purposes of supervision and correction are prop- 
erly valued. C. C. 








Repair Shops of the Richmond & Alleghany Railroad. 


The plans of the repair-shops of the Richmond & Alle 
gbany Railroad at Richmond, Va., are particularly note- 
worthy for the compattness and good disposition of the 
ground floor, careful detailing and permanent character of 
the work. These shops are intended to serve as repair-shops 
at the Eastern terminus of the Richmond & Alleghany 
Railroad, which ruvs from Richmond, Va., westwardly to- 
wards the Alleghany mountains. The site is in a gully, 
known as the Penitentiary Bottom, formerly covered to a 
great extent by a pond, and used as a boat-yard for the 
James River Kanawha Canal. Hence pile foundations had 
to be used, after filling ground to grade. The design calls 
for a 14-staJl round-house (one quadrant) from the third 
stall of which a wing runs back, parallel with the centre 
line of first stall, containing a machine shop 40 by 75 ft. and 
a blacksmith shop 40 by 52 ft. On one side of the machine 
shop a small wing is attached containing aa engine and 
boiler room, 25 ft. 6 in. by 30 ft. 6 in. The shops are situ- 
ated in the Y formed by the main line, running along the 
canal in front of the round-house, and by the freight-yard, 
branching off from the main line and runnning back in the 
Penitentiary Bottom. The turn-table track branches off from 
main line, and between it and the main line a sand- house and 
water-tank are located and constructed so as to be used from 
both tracks. The round-house serves as repair and erection 
house and also for housing locomotives in service. The track 
through the first stall, on the opposite side from freight 
yard, iscontinued as the shop track proper tbrough the 
round-house parallel with the machine and smith-shop back 
to a material yard, wrecking and storage tracks. Alongside 
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his track a small carpenter-shop, with pattern-shop over- 
head, and a paint-shed will be suitably located. If power 
should ever be required in the carpenter-shop, it will be 
limited, and can be supplied by a wire rope from the ma- 
chine shop. Truck and car-wheel work is facilitated by the 
disposition of the proper machinery in connection with the 
car-wheel track in front of the machine shop and the track 
entering the machine shop from the third stall of round- 
house, as shown on plans. The nearest freight track in the 
yard will serve as outer shop track, connecting with the ma- 
terial yard and storage tracks at the rear of the shop system 
and will allow coal and other supplies for the engine and 
smith sbop to be ualoaded directly where required, and in 
crowded seasons can be used for standing cars requiring 
light repairs. 

The choice of a round-house with 383 ft. diameter and 
56 stalls to the full circle was caused by the necessity of 
having as many stalls as possible in one quadrant, the site 
being limited. The exact diameter was determined by the 
requirement that the track from each stall to the turn-table 
should allow a iocomotive, a coach or two flat cars to stand 
in front of the stall without blocking the tracks to the neigh- 
boring stalls. Io this manner the standing capacity of the 
tiacks has been more than doubled, especially for repair 
work. The tracks in the building have a downward grade 
towards the turn-table of ¥¢ ft. in 100, and in front of stalls 
\ ft. in 100, to facilitate a speedy removal of cars and en- 
gines in case of fire. 

The following data may prove of interest: Round-house, 
56 stalls; radius of centre of inner wall, 125.65 ft.; radius 
of centre of outside wall, 191.40 ft.; diameter of turn-table 
pit in the clear, 51 ft.; depth of turn-table pit at circumfer- 
ence, 5 ft.; at centre, 7 ft.; inside measurement of house in 
the clear, 64 ft. Walls of round-house from ground to eaves 
23 ft., at gable end 17 ft. higher; centre tocentre of pilasters, 
outside wall 21 ft. 514 in.; centre to centre of piers, inside wall 
14 ft. 1%, in. Thickness of outside wall 2 bricks, at top and 
at pilasters 24 bricks; piers, 3 bricks throughout. Engine 
pits, length 45 ft.; distance of edge from inner wall, 6 ft. 6 
in.; from outer wall, 12 ft. 6 in.; depth, 3 ft. and 2 ft. 6 in. 
Ro. f-trusses all iron; pine purlins supporting slate roof, 244 
by 12 oninner slope of roof; 3 by 12 outer slope, spaced about 
28 iv. Centre of smoke-stacks about 17 ft. from outer wall, 
stacks telescopic, 20in. diameter, with double hood on top and 
expanding cone at bottom 3 ft. 16 in. diameter and 3 ft. high. 
Sheet iron ventilators over each stall are 24 in. diameter, 
with single hood on top. Each sash contains 24 lights 10 ft. 
18. in. The round-house doors are semi-headed folding 
doors, batten framed up to a height of about 7 ft., above 
which they are glazed and hung with strap-hinges to hooks 
built into piers. 

Machineand smith-shop: Walls, 114 bricks thick on top and 
at pilasters 2 bricks. Tinned gable roof 4 ft. 6 in. rise, sup- 
ported by trusses every 10ft. Zin. Gable end walls are 
benched off in parapets with granite coping. Over machine 
shop there is a glazed ventilator 12 ft. by 6 ft., provided 
with movable, pivoted sash, worked from below; over the 
smith-shop there is a louvred ventilator 13 ft. by 10 ft. The 
chimney to the engine is 4 bricks by 4 bricks, and is carriei 
up 19 ft. above the roof. Each sash contains 32 lights 10 
by 10 in. All the large folding-doors are semi-headed, 8 ft- 
wide by 11 ft. high. batten framed and with %-in. ceiling 
nailed diagonally. All connecting doors between the shops 
are plain batten square doors 3 ft. by 7 ft. with semi- 
circular transoms. The height from floor to the nnderside 
of tie beam is 16 ft. The machine outfit and shafting are 
shown on the drawings and represent in general the 
requirements for a shop system as illustrated. 

The shops and yard were designed and constructed under 
the supervision of Walter G. Berg, Engineer in charge, 
assisted by Walter R. Higham, Architect. The machinery, 
its distribution and interior arrangements, were determined 
by Geo. D. Harris, Master Mechanic. 








Report of ‘the Western Railroad Association. 


We give below in full the more important part of the re- 
port of the Executive Committee to the Western Railroad 
Association for the year 1882, with a summary of the re- 
mainder: 


The year has been conspicuous for the final determination 
in your favor of the famous Tanner Brake litigation, for 
the announcement therein by the Supreme Court ofthe 
United States of very important legal principles and rules 
for which we have long been contending, and for the dis- 
missal not only of the 38 suits under that patent, but also of 
other important suits to which that announcement applied. 
The year has also been remarkable for the uniform compli- 
ance by the membership with all advices given by the 
Executive Committee as to where not to purchase supplies 
on account of difficulties of iufringement. Great bevefits 
have been derived therefrom: First, in that the members 
have been fully released without any cash outlay on their 
part from accrued damages in avery considerable amount 
on account of past infringements in which they have been 
involved by purchases in open market; second, in thata 
larger number of manufacturers, supply agents and owners 
of patents have been induced to co-operate with the Associa- 
tion in its efforts to recognize and properly to arrange, in 
advance, for valid patents and to defeat invalid claims; and 
third, and specially, in that the experience of the year has 
resulted, we believe, in the firm establishment of the rules 
governing the liability of manufacturers and supply agents 
to us and to each other in the premises, which rules were 
formulated by your Executive Committee for the year 
: 880, and were adopted at the annual meeting held Jan. 12, 

881. 


Seven new suits have been commenced during the year. 
One of these is a swage block case, another has been dis- 
missed at compluinant’s costs, and a third was settled for a 
reasonable amount very soon after it was commenced. In 
the four remaining cases, we, on good references, declined 
to entertain the claims sued on before the suits were com- 
menced, aud we are now advised by the General Counsel 
that none of them can be maintain 

The number and variety of the subject matters upon 





which the members have been advised have been greater 
than during former years. The character and amount of 
our expenditures have been about the same as heretofore. 
Nothing is left to be desired in the harmony which has 
attended all the counsels and work of the association. 

We also note with pleasure, and speak further on, of the 
reorganization during the year upon a representative basis 
of the Master Car-Builders’ Association. 

During the year, upward of 2,000 letters have been writ- 
ten; 360 written opinions have been given, involving 195 
different subjects matter; 55 cases have been finally dis- 
posed of, and five of the seven cases commenced during the 
year are still seeg leaving 28 suits pending at the 
end of the year; $27,200.83 have been received, which, 
added to $6,149.73, the balance at the commencement of 
the year, equals $33,350.56; $28 061.50 have been ex- 
pended, including $500 puid in final settlement of the Tan- 
ner brake litigation, leaving a balance at the end of the 
year of $5,289.06. Two companies, the Western Railroad 
of Alabama and the Atlanta & West Point Railroad, with- 
draw at the end of the year; one company, the Evansville 
& Terre Haute, will not hereafter appear on our list by 
reason of its consolidation with the Chicago & Eastern Iili- 
nois Co., which latter company is a member of the associa- 
tion, and one company, the Burlington & Ohio River, bas 
defaulted in the payment of a part ($60.75) of its assess- 
ment. The present membership numbers 78 compauies, 
operating over 52,000 miles of road, over 250,000 cars, and 
over 8,000 locomotives. 

The experience of the years 1880, 1881, and 1882, has 
amply demonstrated the wisdom of attempting by discriti- 
nations in giving orders for supplies to adjust, at least as 
far as the railroad companies are concerned, all patent legal 
differences between manufacturers of devices which are 
used or desired to be used, and to hold all manufacturers 
and supply agents to a strict account as to all valid claims 
made against devices already in use which were furnished 
by them. As already stated, it is believed that the experi- 
ence of the past year has demonstrated the fairness of the 
rules in the premises adopted in January, 1881, and that 
they have now become fully established. 

Several such matters have been adjudicated during the 
year, of which the members have been fully advi by 
circular letters, with duplicates for instructions to the 
heads of departments. Two illustrations will suffice here. 


The regular delivery to thecylinders of our locomotives 
of the proper amount of a good lubricator at the proper 
times has been demonstrated to be almost, if not quite a 
necessity. This isclaimed to involve the use of what is 
called ‘* the visibl» or sight feed principle,” for the patent 
right to which two manufacturing companies have been 
contending in a multiplicity of suits and cross-suits. One 
of these companies during the vear sued one of the members 
of the Association which had purchased from the other 
company. Upon a thorough examination of the documents 
and affidavits submitted by both companies, we were unable 
to come to any satisfactory conclusion as to which was in 
the right. Our friendly offices were tendered to effect a 
full settlement between these companies upon the basis of 
an exchange of licenses each to the other, but without prac- 
ticalavail. Under penalty of debarring both companies 
from the trade of the members of this Association, we re- 
quired that they should both in writing protect our mem- 
bers and save them harmless from any purchases, past or 
future, from either and both companies. This one of the 
companies for a time declined to do, whereupon a circular 
letter was issued to the members accordingly. The adop- 
tion by our members of the recommendation of that circu- 
lar demonstrated the power of the Association to determine 
such matters, and resulted in the acquiescence, in writing, 
of the manufacturing companies referred to not only in the 
force of such recommendations by your Executive Commit- 
tee, but also in the propriety of the actions of your officers 
in the premises. Both of these companies bave contracted 
not to sue any present or future member of this Association 
under any of the patents upon cylinder lubricators now or 
hereafter owned by them. 

The seventh of the standing rules of the Association, being 
one of the rules in the premises adopted at the annual meet- 
ing held Jan. 12, 1881. is as follows : 

‘Tf the manufacturer desires to introduce an element or 
device into the car or locomotive which is not specified. the 
which may form a part of his standard. and concerning the 
petent relations of which he is in doubt, he may, through 
the company giving the order, refer the question to this As- 
sociation, which will give to the company and to him safe 
advice in the premises.” 

The question has been asked, but not under circumstauces 
which required an answer on our part, What responsibilities 
cr obligations are assumed by the members of the Associa- 
tion in case of giving advice to the railroad company, and 
through it to the manufacturer, that they are safe in mak- 
a using any device so submitted ? 

mong the considerations which should dictate the 
answer to this question, we suggest the following: First, 
the prerogatives of the Association are only advisory, and 
its officers have no authority to assume any contract obli- 
gations, except so faras the future action of the Associa- 
tion itself may be involved, and has no authority to bind 
any ofits members to the future performance of any con- 
tract whatever; Secoudly, the and primary obligation 
is with the manufacturer. One of the principal objects of 
the efforts of the Association here referred to is to stop iu- 
fringements of valid patents at their fountain head—that is, 
with the manufacturer —to require that he sball give such 
preliminary attention to these questions that the railroad 
companies shall be safe in purchasing in the open markets, 
and shall not be held responsible for infringements caused in 
the first instance by the manufacturers. The Association 
should be ready at all times to give them all information and 
assistance } ge to this end, and for this reason, as we 
understand it, this rale was properly adopted. It is ditti- 
cult, however, to see why the railroad companies should 
assume any respousibility in the premises, for, and in the 
third place, it goes without saying that commercially, what- 
ever may be the law, when a device is purchased from a 
manufacturer or supply agent, the right to use it is purchased 
from him as much as in the wood, the iron, or the brass of 
which it is composed. 

The second instance referred to isan adjustment of im- 
a ge claims made by Messrs. Hicks & Smith of New 

ork, against the other manufacturers of car lamps, and 
indirectly against a number of the members of the Associa- 
tion. The claim allowed, and under which a settlement has 
been made at our instigation by the manufacturers who had 
infringed, was for a central oil font, with two or more 
branching arms and oil tubes, all detachably connected to 
the frame which holds the shades, so as to be readily de- 
tached for cleaning, filling and trimming, the oil pot being 
thus located centrally, so as to cast no shadow below. The 
following corporations have made a full and satisfactory 
settlement for the past with Messrs. Hicks & Smith upon 
equitable terms, the members of this Association being fully 
released for past infringements, to-wit: The Adams 
Westlake Manufacturing Co.of Chi ; Post & Co, of Cin- 
cinnati, and J. L. Howard & Co. of Hartford, Conn, These 
a and Messrs. Hicks & Smith, and they only, are 
authorized at the date of this writing to make and sell 





lamps coming within the description given above. This 
= was finally adjusted during the month of December, 


Scientific and practical experimenting on different 


roads and under different conditions, with both 
old and new _ devices and _ processes pertaining 
to the maintenance and operation of railroads, 


and the comparison of the results of such experiments— 
better and more economical facilities for ascertaining which 
is the best of the many improvements which are presented 
in the many arts pertaining to railroads, and a mudus oper- 
andi of introducing such improvements at a minimum cost 
and without unnecessary delay, are as yet unsolved and 
very important problems. The utter lack as yet of uni- 
formity, even upon connecting roads in the devices most 
used by them, results per se in an expense, in the repairs of 
foreigu cars alone, which may be avoided, of hundreds of 
thousands of dollars annually. Not infrequently in the 
matter of dead-blucks, running boards, brake-staffs, on 
freight cars, the height of cars and the height of draw-bars, 
this lack of uniformity and standards results in accident and 
death. The employment by the managers of the proper 
persons and the proper methods to determine upon stand- 
ards in the more prominent of the devices put into freight 
cars, and to secure their introduction, even if the standards 
determined = should not be the very best that might be 
selected, would alone obviate a very large annual expendi- 
ture, and weuld materially decrease accidents to persons 
and property. 

The Railroad Gazette for June 23, 1882, estimates the 
average annual mortality and increase of cars at 17.7 per 
eent. This represents an annual cash expenditure for the 
next few years, based upon the present number of cars, of 
about $50,000,000 annually for renewals and additions in 
the car departments. The operating expenses of the rail- 
roads of the country for the year 1880, as given by Poor, 
amounted to about $450,000,000, The minimum estimate, 
gathered from conservative persons well qualified to judge, 
of the increase of value in cars to be built, and of the de- 
crease in the present operating expenses which would result 
from the adoption of standards in a few of the more prom- 
inent parts of freight cars, would amount for the former to 
216 per cent., or say $1,250,000, and for the latter (decrease 
in actual operating expenses) to one-quarter of 1 per cent., 
or $1,125,000 thus aggregating $2,375,000 as representing 
an actual cash gaiv which would be annually real'zed from 
competent examinations and experiments, which should 
result in the adoption of half a dozen standards in the con- 
struction, repairs, and operation of freight cars. 

Again, while the principal aim of this Association is to 
avoid difficulties of infringement, and by the leverage of 
dis:riminations in giving orders for supplies to force all 
manufacturers and supply agents to do the same, still the 
result is, and by law must be, that valid patent rights must 
be paid for, whetber by the railroad companics or by the 
manufacturers. They must be paid for not in proportion to 
the full value of the improvements, but relatively to their 
commercial vaiue, and also to the cost of their derelopment 
and introduction. It is a fact, which well informed persons 
will not attempt to dispute, that as to the principal improve- 
ments in the arts relating to railroads, more money is spent, 
as a rule, in their development aud introduction than ought 
to be paid for their entire use. When a crude, attractive, 
but unapplied improvement is presented to a cautious man- 
ager, his first thought is: ‘‘ Let some one else experiment 
with it first on sume other railroad, and if he is successful I 
will try it.” The delays and difficulties first in obtaining 
competent experiments with promising and theoretically 
valuable inventions, and rnc even after they have been 
successfully experimented with once, twice, yes a score of 
times, the delays and difficulties ia securing their adoption 
upon a reasonable royalty, which in the aggregate shall 
yield to the inventor that reward which the law and a 
sound public policy promise him, are matters which are now 
worthy of serious conslderation, the present thought being 
that the user—the railroad companies—under the present 
methods, or rather the present absence of methods, are 
obliged directly or indirectly to pay and pay roundly for 
these delays and difficulties, and also to seriously suffer 
because they are not overcome. 


Any regime which shall raise to a maximum the means 
of ascertaining the most desirable improvements, and shall 
reduce to a minimum the delay and expense of their intro- 
duction, will be of incalculable value alixe to meritorious 
— and to those charged*with the operation of rail- 
roads. 

During the year 1879, four experiments with new devices 
were tried under the immediate direction of the officers of 
this Association, and reports thereon were submitted which 
contained sufficient reliable data to base action upon. While 
this work was recognized as one of importance which called 
for careful attention, it was deemed unwise to attempt to 
accomplish it directly through the Association, and it was 
thought that this Association should be strictly confined to 
such matters as directly result from the legal patent rela- 
tions of the devices in use and desired to be used. In this 
conclusion we concur. The American Railway Master 
Mechanics’ Association and the Master Car-Builders’ Asso- 
ciation have been for many years giving these matters 
special attention, but with fina] results not at all satisfac- 
tory to their members, aud without the co-operation of the 
managers in the adoption and carrying out of the results of 
their investigations. In June last, the Master Car-Builders’ 
Association was reorganized upon the basis of a representa- 
tive membership having written authority from their sup- 
erior officers, and being entitled to a number of votes in thé 
recommendation of standards, etc., proportionate to the 
number of cars represented. In October, at an adjourned 
meeting, the constitution and by-laws were revised, one of 
the provisions adopted being as follows : 

** All reports, resolutions and recommendations involving 
the use, or proposed use, by railroad companies of any device 
or process which forms the subject matter of any existing 
patent, shall first be submitted to the Executive Committee, 
and shall be submitted to the Association only by the Ex- 
ecutive Committee.” < 

The last few months have developed quite serious objec- 
tions to the public discussion and determination by railroad 
representatives of the mechanical merits of any such im- 
provement, until after its legal patent relations shall have 
been ascertained. It is preferable that the investigations of 
of the committees of the associations named should take a 
wide scope and should precede the determination of the 
patent questions involved, but it seems necessary that these 
patent questions should be determined before the results of 
such investigations are publicly discussed and adopted by 
railroad companies or by their representatives. . 

It will be noticed that the provision above quoted gives 
the Executive Committee of that Association an opportunity 
to obtain the necessary ivformation preliminary to its dis- 
cussions and recommendations. 

We submit for your consideration and without further 
comment the following : 

* Resolved, That the objects and_methods of the Master 
Mechanics’ and the Master Car-Builders’ associations be 
given our continuous and careful attention and co-operation, 
and that in the future our Executive Committee may, at 
their discretion, furnish their officers from time to time 
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with such advice and instructions as may grow out of the 
questions which are dete: mined by this Association.” 


LITIGATION, 


Under this head the report gives along and interesting 
history of the famous Tanner brake cases, which have been 
finally disposed of by the decision of the United States 
Supreme Court in the case of Root, Executor, against the Lake 
Shore & Michigav Southern Co. This decision also involved 
the dismissal of eight suits brought by D. W. Vaughan under 
the Hodge brake patent of 1849. The report continues: 

Tbe suit of Tnomas C. Thomas, under the Barker & 
Thomas grain door patent of 1870, against the Chicago, 
Rock Island & Pacific Railway Company, was dismissed 
early in the year. That patent Was purchased by Mr. D. 
F, Van Liew,the owner of the Van Liew grain door patents, 
and he executed a release tor the past, aud a full license for 
the future, to all present and future members of this Associ- 
ation, to use the exact grain door described in the Barker & 
Thomas patent of 1870, without cost to the railroad com- 
panies, thus once and for all ending all claims which might 
otherwise be made under this patent. The full license and 
release thus executed by Mr. Van Liew relates only to this 
Barker & Thomas patent, and doves not by itself give any 
rights under his otber graia door patents. 

Vith reference to the case of Hayes vs. the Chicago & 
Alton Railroad Co., we have with regret to announce the 
death, during the year, of Mr. S. J. Hayes, for many years 
Superintendent of Machinery of tbe Iliinois Central Rail- 
road. He was one of the oldest, ablest and most conscien- 
tious master mechanics of the country, and his advice and 
assistance to us have been of value in many matters. Long 
prior to his deatb, this patent controversy had been practic- 
ally takeu out of his hands for speculative purposes by other 
parties, who for some time had been the real plaintiffs in 
the case. ‘he case is without any merit whatever in law or 
fact. We regret the necessity of being put to any expense 
in defense of claims of this character. We are confident 
that the only interest the members of the Association bave 
in the case 1s the necessary expense of defending it. 

The suit of the National Car Brake Shoe Co., under the 
Bing & Wood shoe brake patents, against the Chicago & 
Alton Railroad Co., has been abandoned and dismissed by 
the plaintiffs. 

The same is true of the suit of E R. Bennett, under the 
Joseph Wood frog patent of 1863, against the Illinois 
Central Railroad Co. 

The case of Huy, under his pile-driver patent of 1870 
(reissue 1880), against the Mobile &Ohio Railroad Co.. was 
tried before a jury and his Honor Judge Bruce in January 
last, and resulted in a mistria], the jury being unable to 
agree. Upon the determination of this case, the railroad 
company, defendant, made a settlement with the patentee, 
it is presumed for a reasonable amount. We believe that the 
reissue of this patent is utterly invalid and void, and subject 
to nearly all the criticisms upon reissues which have re- 
cently been made by the courts, We are confident that 
this reissue would never be sustained by the Supreme Court, 
but, in addition, we have abundance of evidence, much of 
whicb was obtained since this suit was tried, that the same 
yo was in use many years prior to the alleged invention 
of Huy. 

Concerning the suits commenced during the year: 

The case of the Detroit Lubricator Co. vs. the Lake Shore 
é& Micbigan Southern Railway Co. was commenced and dis- 
missed at plaintiff’s costs, the subject matter of which is 
referred to elsewhere iu this report. 

Suit has been commenced by Henry W. Hewet agaiust 
the Chicago, Rock Island & Pacitic Railway Co. for ap 
alleged infringement of Letters Patent No. 81,167, granted 
to the said Hewet October 18, 1868, for an improvement in 
steam safety valves. The infringement is said to consist in 
the use of the Ashton blow-back valve, and the defense is 
— is no infringement, the two devices being totally 
unlike. 

Samuel H. Turrill commenced, during the year, a suit 
against the Chicago, Burlington & Quiucy Railroad Co., 
alleging infringement of the Cawood swage block patent 
prior and subsequent to the pericd covered by the decree in 
bis tormer suit against that company. A reasonable 
amount was offered in settlement of this case before the 
commencement of tho suit, and an unreasonable, not to say 
preposterous, sum was demanded by the claimant, and re- 
tused by the company under our advice. 

Two suits have been commenced by Samuel Love—one 
agaiust the Illinois Cevtral Railroad Co., and the other 
against the Cuicago & Northwestern Railway Co.—under 
Letters patent No. 61,548, granted Jan. 26, 1867, upon 
bumping posts, one of those roads having used bumping 
posts with a single sill, and the other with two or more sills. 
in answer to our circular letter of Sept. 27, we have re- 
ceived pumerous, and, as we believe, pert. ctly reliable state- 
ments of tne prior use of both forms of this bumping post. 
A stipulation has been made in this case, by the terms of 
which we are to now ascertain and preserve full data as to 
the present alleged liability of the membership, and we are 
to relieve the claimant, as far as possible, from all the 
trouble, delay and expense in this litigation consistent with 
a full adjudication by the courts of the issues involved; and, 
In case the court of last resort shall pronounce against us, 
then the Association is to advise the members to pay a sum 
equal to $10 per post now so beld tu infringe this patent, and 
to use all efforts to ccilect the same from the members with- 
out delay or cust of collection to claimant, the members to 
receive tor such payment per post now in use a full release 
for the past and a full license for the future, covering all 
additioval equipment, without additional payment. The 
pendency of this suit, therefore, need not in any way debar 
the future use of the device shown in this patent, which, we 
repeat, we believe to be public property. 

The Hektograph Manufacturing Co. of New York, com- 
menced during tne year a suit against one of the members 
of this Association for an allezed infringement by it of 
Letters Patent No. 236,362, granted June 1, 
Kwaysser & Husak. The infringing article in this case was 


bought by the defendant in good faith in open market of a | 


party professing to bave a pateat therefor, and also, as we 
suppose, in forgetfulness of our circular letter of June 20, 
1880, recognizing the validity of said patent, a full release 
for all infringements prior thereto by members of this As- 
sociation baving been granted at that time. 
vestigation of the case a settlement was at once made by the 
defendant. 

The other suit commenced during the year was by George 
B. Snow et al. against the Lake Shore & Michigan Southern 
Railway Co. for an alleged infringement of Letters Patent 


No. 127,988, granted July 11, 1872, to the said Snow upon | 


a steam bell ringer. 
fringement in this case, the device used by the defendant 
being materially different from that patented by Snow. 

A list of suits still pending is given, which iacludes in the 
Supreme Cuurt of the United States, suits under the Ca- | 
wood Swage block pitent, and a suit of the National Car 
Brake Shoe Co., and in the Circuit Courts under the Cawood 
and the Bebee & Smith Swag: block patents; the Herring | 
wrecking car patent; the Hewet steam valve patent, the 
Love bumping t patent, and the Hodge brake patent. A | 
suit under the Kirby feed-water heater patent has just been | 


1880, to} 


Upon an in-} 


It is denied that that there is any in-| 


THE RAILROAD GAZETTE. 


decided in favor of the Association. The report continues: 

A claim has been made against members of this Association 
for the use of a conductor’s punch having a box on its under 
side for holding the punchbings of tickets. The patent under 
which claim is made is for such a box having a lock and key, 
the key being retained by the ticket auditor, who opens the 
box and counts the punchings as a check upon the conductor. 
The punch alleged to have infringed has a box, without lock 
and key, to catch the clippings and prevent their being re- 
inserted into commutation and other tickets. A claim is 
made for a royalty of 10 cents per day for the use of this 
punch. We are still investigating this matter, but now sug- 
gest whether the use of such a box on punches is of sufficient 
value to warrant its use upon the basis of the payment of 
any royalty therefor. 

We have been requested during the year to give our con- 
seut to the use of brasses and metals, such as the ‘* Damascus 
Bronze,” which are secret compounds and not patented, the 
owners of which decline to give us their ingredients, even 
confidentially. Such compounds are the most difficult to pro- 
test from being illegally used by other manufacturers if 
publicly patented, and this may be the reason why they are 
not patented. Without specially referring to the peculiar 
metal above named, the circumstances attending some o1 
these instances indicate that the real reasons for such secre- 
cy are, first, that no valid patents could be obtained there- 
for, and second, if the compound or the process of its manu- 
facture were made known, the manufacturer and the user 
would be subjected co suit. At least the railroad companies 
can well afford to let all things alone which requiie any 
such secrecy. 

We have had several requests for the approval of the use 
of the power brake offered by the Salisbury Steam Brake 
Co., which raised questions of infringement of the patents 
owned by the Westinghouse Air Brake Co. Suit hus been 
recently commenced by the latter company against the 
Salisbury Co. in the United States District Court for the 
Southern District of Illinois, and our present advice is that 
members shall postpone any desired use of the Salisbury 
brake until some results are arrived at in this litigation. 

The expenditures of the year do not materially differ in 
character or amount from the expenditures of recent years. 
The amount of funds now in the treasury is the amount 
needed at the commencement of each year to defray the 
expenses of the time required to ]Jevy and collect the first 
installment of the assessment for the next year, which we 
recommend to be the same as the assessment for this year, 
tc-wit, $27,000. 

We have re-rented the present office of the Association, at 
the present rental, for three years from April 30, 1883. 

The Treasurer’s statement is as follows: 
MR MEME a5 casa cesvucn o>5. domanichie a sues 
Amcunt of assessment cocsece oeeQet,046.16 
Less unpaid (by Bur. & Ohio River Co.).... 


$6,149 73 





26.985.41 
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Assessment and new members 
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Authorized 


I ATI ooo occa aekgese sdbanaunaukie $5,289.06 

Of this balance there is $500 in the incidental fund and 
$4,789.06 in the general fund. 

An appendix to the report contains a list of the patents 
concerning which questions of validity or infringement 
have been presented and passed upon, and concerning which 
information can be given to members of the Association 
immediately upon receipt of requests therefor. The list 
includes patents upon every conceivable subject relating to 
railroads, 

Another appendix gives a list of expired patents. The 
patents which expired during 1882 are those which were 
granted in 1865. Among those specially applicable to rail- 
road devices we note the following: One of the Miller plat- 
form and coupler patents, and the patents upon what have 
become known as Wright’s stop wedge; Goodale’s brake; 
the Christy and tbe Sellers & Rhodes’ brake shoes; Whar- 
ton’s switch; the Dunbar, the Stevens, the Duterne and the 
Clark pistons and packings; Buerk’s watchman’s,clock; Ir- 
win’s loose-globe lanterns; Fisher’s refrigerator; Putnam’s 
snow plow; Hughes & Jackman’s process for tempering 
springs; Penketh’s furnace for boilers; Warren’s switch or 
replacer, and Kaylor’s bolt machine. 

The most important of these are the Miller coupler pat- 
ents, of which the.e werethree. The patent of 1863 ex- 
pired in 1880. ‘I'he second patent of Jan, 31, 1865, expired 
this year. It showed double beveled hooks disconnected 
from any coupling or bumper box. Its main features are : 
Ist, the slot at the head of the hooks to permit of coupling 
with other kinds of couplers, and 2d, preventing lateral 
thrust of cars by interlocking buffer heads. The third pat- 
ent of July 24, 1866, will expire in July 1883, the only ele 
ment of importance of which is spring buffers combined 
with coupling hooks in such a way that the spring buffers 
bave to be forcibly cormpressed to allow the hooks to couple, 
thus, it is stated, keeping the faces of the hooks all the time 
in contact. 








The Conditions Needed for Fast Trains. 





A German journal, Die Verkehrszeitung, has recently 
published a tabular statement of the maximum speeds of 
trains in Great Britain, Europe and the United States. The 
table is inaccurate and incomplete to a very considerable 
degree, but it contains, nevertheless, some suggestive in- 
formation. The American Railroad Gazette has supple- 
mented it by a statement of the speeds of some of the fastest 
trains ian the United States, and this statement has been in 
turn supplemented and corrected by two correspondents. 
The prominent fact which comes out is that the time taken 
to traverse any given distance between two placesconnected 
by rails shows that speeds are much slower than most people 
|}suppose. If we take, for instance, the run from London to 
| Edinburgh, a distance of 397 miles via York, this is made in 
9 hours by Great Northern trains, the average speed being 
| thus 44.1 miles per hour. From Euston the distance is 401 
miles, and London & Northwestern trains make the run 
in ten hours, or 40.1 miles an hour. By the Midland Rail- 
way the distance is 404 miles, and the time 10 hours 5 
minutes, or very nearly the same speed. The German jour- 
nal to which we have just alluded makes the distance 416 
miles and the speed 41 miles per hour, which is an error. 
| Some of the fastest trains in the world are those run between 
| Leeds and London. From King’s Cross the distance by the 
| Great Northern is 18614 miles. rom St. Pancras by the 
| Midland it is 196 miles. The fastest train on the Great 
| Northern makes the run in 4 hours 5 minutes, or an average 
The Midland trains traverse 
the distance in 4 hours 30 minutes, giving an average 
| velocity of 43.5 miles an hour. The fastest train in the 
world is the Flying Dutchman, broad gauge, which makes 
the run to Swindon at 53!, miles an hour. The Great North- 
ern trains run from London to York, 188 miles, at 48 miles 
an hour, andat least one train runs to Peterborough at 51 
miles an hour. 

Tue run from London to Grantham has been made re- 
peatedly at 51 miles an hour. On the United States rail- 
ways the quickest run appears to be that made between Jer- 
sey City and Philadelphia, 89 miles, made at the rate of 





| speed of 45.4 miles an bour. 
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473 miles an hour. There is not in the world a train timed 
to run.at 60 miles an hour, although it is, of course, certain 
that that velocity is often exceeded. If a speed of 60 miles 
an bour could be maintained continually between London 
and Edinburgh, the journey would occupy only 6 hours 36 
minutes ; and allowing for three stops of 10 minutes each on 
the route, the time would be under 714 hours, instead of 10 
hours. So far as the machinery of a railway is concerned— 
by which we mean the road, the rolling stock, and the sig- 
nals—there is nothing to prevent an average speed of 60 
miles an hour being maintained. Thatitis not attained is 
certain. It is worth while to inquire why. 

The first essential to great average speed is that the runs 
shall be long; that is tosay, there must be long intervals 
between stopping places; and this is necessary, not so much 
because of the time lost in a station, as that spent in getting 
into and out of it. The station must be approached and left 
at a comparatively slow speed if for no other reason, then 
becapse it would be dangerousto do otherwise. The next 
essential is that the train shall be light, because the engine 
ought to be able to maintain a high speed when running up 
hill as well as when on a level. High speed trains cannot 
fully avail themselves of the compensating effects of inclines. 
Let us suppose that the maximum speed attained must not 
exceed 7U miles an hour. Then if the up and down inclines 
balance each otber, the speed of the traia must never fall 
below 50 miles an hour or else the average volocity cannot 
Ye 60 miles an hour. If the maximum speed permitted was 
60 miles an bour, and the average speed 40 miles an hour, 
then trains might ascend the canbe at 20 miles an hour, and 
still keep time. It would not be advisable to run at a bigher 
speed under any circumstances with ordinary rolling stock 
than 70 miles an hour, and there are no locomotives built 
which would never run at Jess speed than 50 miles an hour 
between London and Edinburgh with a greater load than 
about 55 tons; that is to say, 75 tons for engine and tender, 
and 55 tons for four passenger coacbes and a brake van, or 
in all 130 tons. The maximum number of passengers 
carried would be about 200, so that the dead weight moved 
would be abont 13 cwt. per passenger. ‘The first-class fare 
now is 57s. 6d. If wecall it £3 we should have £600 as the 
total returns, or, say, 30s. per mile run. Itis not at all im- 
possible that such a train might be made to pay. No doubt 
there would be now and then a strong temptation to add 
another carriage, but to give way would be to ruin the 
whole scheme. Its success would depend entirely on keeping 
the load to be hauled so small that engines might be worked 
at aspeed never under 50 miles an hour. Three engines 
would be employed on the run, each making a distance of 
about 135 miles, and we cannot see that any great difficulty 
would be encountered in doing this. It must not be forgot- 
ten, however, that although the load would be sma! the ex- 
cessive speed would make large demands on fuel and water. 
It would not be safe to reckon on a less consumption of coal 
than 40 lbs, a mile, so that the tender would have to carry 
about 3 tons, and allowing that each pound of coal evapo- 
rated 10 lbs. of water, including waste, the tank must hold 
5,400 gallons, or 24 tons of water. It would, however, be 
highly objectionable to attempt to carry such a load as this, 
and Ramsbottom’s water troughs supply a way out of the 
difficulty and a tender capacity of 2,000 gallons would be 
ample. Ona grate of 20 square feet the consumption would 
be at the rate of 120 Ibs. an hour, which is much too fast for 
comfortable or regular working and a special design of en- 
gine would be absolutely indispensable, one with a very 
long grate being required to provide the requisite surface. 
It will be seen that the engine which could comply with the 
required conditions has yet to be designed. ‘The fastest 
train in the kingdoin is, as we have said, the Flying 
Dutchman and this is 7 ft. gauge. Many persons think 
that the utility of the wide gauge in this case is that it pre- 
vents risk of oversetting. This is an entire mistake. There 
is no speed, perhaps, at which a train can run which would 
entail the least risk of such an accident on a good road of 
4 ft. 814 in. wide. The speed advantage conferred by the 7 
ft. gauge is that it permits an enormous boiler—and 
particularly an enormous grate—to be used. The ‘*Great 
Britain,” for example, has nearly double the heating surface 
of powerful express engines on other lines, and there would 
be no difficulty in increasing its grate surface up to 35square 
ft., if necessary. Engines of this class have 1,958 square ft. 
of heating surface and 21 square ft. of grate. The Flying 
Dutchman consists of engine and tender weighing 65 tons 18 
cewt., one eight-wheeled van 16 tons, and five eight-wheeled 
coaches weighing 88 tons; total, 169 tons 18 ewt. 

The principal reason why high speed trains are not run is 
that it is difficult to provide locomotives of sufficient steam- 
ing power. It is evident that if au engine could be produced 
which could do as much work with 20 lbs. of coal per mile 
as the existing engive does with 40 lbs., an enormous advan- 
tage would be gained; but it is not at all probable that om 
great saving can ever be effected in the consumption of coal. 
Mr. Webb’s compound engine may do something, but the 
existing locomotive is bad to beat in this respect. The de- 
signing of a locomotive to make long runs at 60 miles an 
hour average speed presents, however, an interesting prob- 
lem, which will, perhaps, be attacked some day. We have 
pointed out briefly a few of the more important conditions 
to be kept in mind. Locomotives are so absolutely -inter- 
woven ia the dimensions of parts, if we may use the words, 
that to augment the area of a grate by one-half will suffice 
to almost revolutionize the proportions of an engine. That 
a good engine of this kind could be made we have, however, 
no doubt. It remains to be seen whether England or Amer- 
ica will have one first. Every year the number of miles 
traveled by each member of the population increases, and 
this growth of travel will no doubt rapidly encourage the 
running of long distance express trains, by which alone can 
high mean speeds be attained or made to pay.—Zhe London 
Engineer. 





New Signals on the Boston & Albany. 





The Boston Advertiser of Jan. 15 gives the following 
description of the new system of interlocking signals and 
switches just completed in the Boston & Albany yard in 
Boston : 

Beginning yesterday the new system of interlocking 
switches and signals went into operation in the Boston & 
Albany yard in this city. For several weeks the buildings 
and mechanism have been in preparation, and a number of 
the most experienced and trustworthy switchmen in the 
employ of this company in the yard have been learning the 
principles and workings of the system, and yesterday the 
practical test given to it proved its utility and success in a 
most convincing manner. The system employed is not a 
new one to the Boston & Albany management; it has been 
in use at South Framingham tor some months, and at tower 
No, 7, just above the Huntington avenue bridge, for a few 
weeks. It has also won the reputation of success in Eng- 
land, and wherever it has been tried in this country. It is, 
primarily, an English invention of interlocking switches 
and signals, with the addition of electrical locks, which are 
such a valuable adjunct, and which are of American origin. 
A few hundred ieet south of the passenger station, on 
Kne land street, about midway between it and the narrow 
cut under Albany street, and right in the centre of the net- 
work of tracks converging there, stands a small two-story 
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wooden building, of neat exterior, bearing on the end a sign 
reading ‘‘ Tower No. 1.” The upper story of this building 
is inclosed by windows on all sides. It 1s lighted at night 
by an electric lamp, warmed by steam, and the interior is 
painted in harmonious and pleasing dark shades, provided 
with comfortable chairs, a telegraphic instrument, electric 
dials, speaking tubes, bells and other appliances. The whole 
lengtn of one-balf of this room is filled with a most com- 
plicated and marvelously intricate-looking machine, the 
most prominent feature of which at first glance is a row of 
long, upright Jevers, with spring catch-bars, each one much 
resembling the reversing lever of a locomotive. Of these 
levers there are 58 in all, making the largest in any switch 
tower in this country, and the whole series, with the system 
of rods, bars, rockers, wires and other mechanism connected 
therewith, forms the grand machine which is to direct the 
movement of all trains in and out of the station—all being 
under the personal supervision and direction of one man’s 
brain. * * * * * 

To briefly state the principles and result of this wonderful 
machine, however, it may be said that the central principle 
which actuates it is that all signals and switches are * inter- 
locking,” so that it is impossible to give an ‘all clear ” signal 
if the switch for any portion of that section of track 1s 
wrongly set. Any switch for facing points, for instance, 
must be set and locked before the signal can be given to let 
the train come upon it. If a signal is set to let a train in on 
any given track, no switch can be set to let another train 
upon the same track. All the switches, with their proper 
signals, being connected and operated from the central 
tower, and each switch and signal being operated by its 
proper lever, the levers are so interlocked among themsei ves 
that it is impossible to give aclear signal unless all the 
switches on the route protected by that signal are properly 
set and locked, and when such signal is given, it is im- 
possible to again move the switches and locks in such route 
without first resetting the controlling signal todanger. The 
levers controlling conflicting signals or conflicting combina- 
tions of signals are also interlocked, so that only one of 
these combinations can be given at a time. An iugenious 
arrangement, known as ‘‘ detector bars,” extending along 
the switches, and operated by the wheels of a passing loco- 
motive or car, render it impossible for a switchman to 
change a switch while a train iv passing over it, thus guard- 
ing against any splitting of trains on a switch, which 
has sometimes been a source of danger. The electric-locking 
apparatus also, which is used in connection with the lever 
system, automatically locks the switches and signals as a 
train approaches, so that it is impossible for an operator to 
change a switch or give an opposing traina clear signal 
while the first train is within the section. 

In the case of the tower described above, a series of sema- 
phores—tall posts, bearing wooden arms and a variety of 
colored bull’s-eye lights—stands some distance removed 
toward the passenger station; an iron “‘ bavjo”—as the tall 
post surmounted by a large circular head is called—stands 
close to the corner of the tower on the same side, and other 
semaphores and a large gallows frame, bearing numbered 
signals and lights, occupies a point midway between the 
signal tower and the cut under Albany street. When a train 
moving out of the station gets its right-of-way signal, the 
arm of the semapbore belonging to that track points straight 
out toward the track, and in the night two white lights, 
placed horizontally near the top, are shown. When the 
track is clear, the semaphore arm drops duwn nearly verti- 
cal, and two green lights, arranged vertically, are shown at 
night. As the train passes out, its wheels automatically set 
a red disk in the circular head of the ‘‘ banjo,” and no train 
following can pass that point till the signal hasbeen changed 
to safety. This is done automatically when the leading 
train passes out of the section into the next. The only other 
way in which it can be changed is in case it is desired to 
cross the following train over on to the inward tracks, 
when the cross-over switch can be set and the all- 
clear signal given. Above the series of levers in 
the tower, and in full sight of the switchman, are 
boards giving the numbers and _ combinations 
necessary to place a train on any desired track, and the 
sides of the levers bear the corresponding numbers. The 58 
levers move 19 switches, 31 signals and the necessary locks, 
and the signal levers being arranged in banks together, and 
painted of one color, while the switch levers are grouped in 
other banks and painted of another color, their handling is 
very simple after the system is once learned. All outward 
tracks, which pass on the north side of the signal tower, 
bear odd numbers; all inward, or south side tracks, are even 
numbered. All cross-tracks, towards ‘‘ facing points,” are 
odd numbered; towards ‘‘trailing points,” even. The system 
of signals is homogeneous with that at tower No. 7, above 
Huntington avenue, both really forming parts of one com- 
plete system. Much ingenuity has been displayed in the 
numbering of the signals. It was specially desired to keep 
all the numbers at tower No. 1 below 20, as those at tower 
No. 2, soon to be built, probably about Shawmut avenue, 
will have 2 as their first figure; those at tower No. 7 already 
have 7 as their first figure. Thus to go on the outward No. 
1 track from tower No. 7, the signal is 71; to take No. 3 
track, it is 73, ete. All right of way signals to leave the 
depot on the outward tracks begin with an ‘‘R,” followed by 
the track number; all outward switching signals begin with 
with an ‘‘S,” followed by the track signal; the inward route 
signals from the north main track, switching back into the 
house, are ‘‘N 1,” “N 3,” etc., while to get over on to an 
inward track, a cross-over signal must be given. 

Mention bas already been made of the completion of the 
four-track system from Huntington avenue outward to 
Brighton, and its intended extension. The first and second 
of these tracks will be used for express and freight trains; 
the third and fourth for accommodation and suburban 
trains. These will form part of the Newton Circuit Rail- 
way. This division is made on account of the different 
classes of trains. All inward trains must stop at Hunting- 
ton avenue, and all outward trains at Columbus avenue, on 
account of the ‘“ know-nothing” crossing of the Boston & 
Providence Railroad. Inside those points, therefore, all are 
of the same class—speed of running considered—while be- 
yond those points, they are of different classes, and the in- 
frequency of express trains best permits of the movement of 
long freight trains on the tracks designated, while both sub- 
urban and accommodation trains can easily be moved on 
the tracks set apart for them. Much thought has been ap- 
plied and much work done in equalizing the curves at Hunt- 
ington avenue and Brookline junctions, where the tracks 
divide, to make the tracks equally advantageous, and all the 
Stations are placed on the oak side of the line, so that 
suburban passengers need cross but one track in alighting at 
& Station, outward bound, and cross no rails to take an in- 
ward train. 

The system of switches and signals thus described has 
been the outgrowth of many years of study and experi- 
ment. The principal inventions have been in progress of 
perfection since 1847, and have had long use in England 
and in this country. Several other systems have been tried 


ere and various parts of them combined in the perfected 
op baratus. Mr. George R. Hardy, the Assistant Engineer 


the Road Department of the 
whose 
Placed 


ton & Albany, under 
supervision all the apparatus described has been 
in operation, and who has full charge of the de- 


velopment and perfection of this important feature of 
the operation of the road, has - the subject much 
careful study, and to his practical knowledge of the subject 
much of the success attained is due. He has prepared with 
great care a plan of the yard and tracks, and a code of 
directions for the employés, which insura certainty and 
safety in the running of trains in and out. Every move- 
ment of trains, switching engines and cars must be by signal 
from the tower, and by attention to the signals. it is almost 
impossible for an accident to occur. The responsible duties 
of Chief Signalman are to be borne by Mr. A. H. Kinsley, 
the Assistant Depot Master, who will have charge of the 
tower and regulate the passage in and out of trains. The 
telegraph instrument in the tower will notify him of the 
approa*h of inward trains ; the movement of outward trains 
he will, of course, regulate. Six of the company’s most 
faithful and experienced switchmen will comprise his 
working force. ach man will work eight hours per day, 
there being three reiiefs, on duty from 11 a. m. to 7 p. m., 
7p.m. to 3 a.m., and 3 to lla. m. respectively. The 
machinery, electrical appiiances, etc., have been put in 
under the supervision of Mr. C, F. Johnson, who has had 
much experience both in England and the United States 
with this system. The tower has been built and the yard 
work done by the Boston & Albany’s men, under Mr. 
Hardy’s direction, and the result promises to be in the 
highest degree satisfactory. As indicated above, the system 
is to be extended to the various points in this city and 
elsewhere on the line where the number of tracks and trains 
require it. 








Allen’s Car Wheel. 


The engraving represents a car wheel recently patented 
by Mr. Richard N. Allen, of Cleveland, O. The wheel- 
centre, as will be seen from the engraving, consists of a 
single plate B, to be made of ‘cast-steel. This, at its peri- 
phery and upon its outer side or face, is provided with a re- 
cess d, into which the flange a of the tire is fitted, while 
upon its inner side or face is formed an angular tongue e, 











Allen’s Car Wheel. 


corresponding with and entering into the groove c in the 
edge of the tire, and a groove f, corresponding with the 
tongue b on the tire, and constituting, when the parts are 
brought into position, a tongue-and-groove lock or fasten- 
ing. The tire and the plate B are firmly secured together 


| of Cincinnati. 


apartments, aid to require a train to delay its journey that 
passengers may go to a hotel] to enjoy the Sabbath, where 
the same labor must be perforined for them, or to require 
them to remain on the train where the company must pro- 
vide for them as a botel would, will not effect the purpose 
of diminishing Sunday labor. Besides, a necessity for reach- 
ing the place of destination must exist in many instances. 
Also, to delay trains carrying live stock, fruits, vegetables, 
etc., would work great injury. Similar considerations sup- 
port the use of street railroads in towns. Persons wno have 
not their own vehicles travel by street cars to places of wor- 
ship, etc. And there are so many instances of necessity 
that no inquiry can be permitted as to the business or desti- 
nation of any individual traveler by either kind of road or 
as to the character of any particular kind of freight. Nor 
should a person desiring to hire a horse be compelled 
to disclose his purpose in order to protect the livery- 
man. Such employments are necessary and not within 
the prohibition of the statute. The common sense 
as well as the moral sentiment of the country 
says that the merchant who sells, the farmer who 
plows, the carpenter who builds, or the saloon-keeper 
who supplies liquor on Sunday, are each violating the Sun- 
day law. The ordinary customs of the country teach them 
that to pursue such employments on the Sabbath is wrong. 
But every one can realize the distinction between such voca- 
tions and that of transporting a traveler to his home, or 
others demanded by the practical wants of trade.” 

In Maryland a load of cattle came over another road on a 
Saturday to the line of the Philadelphia, Wilmington & Bal- 
timore Co., which did not run Sunday trains, and therefore 
let the animals lie over, whereby they were injured. The 
Court said that the intervention of the Sabbath was not an 
excuse, The ony ae 4 having undertaken to transport live 
stock, was bound both by bumanity and tbe consideration 
of injury to them as property to forward promptly all 
which it received, and doing so was a work of necessity. In 
West Virginia, however, where the law allows carrying the 
mail and passengers, with their baggage, but says naught 
about freight, a railroad company was indicted for running 
a coal train, and the Court pronounced the statute valid, 
and said that a corporation might be indicted and fined for 
violating it equally with an individual.—New York Times. 


ANNUAL REPORTS. 
The following is an index to the annual reports of railroad 


companies which have been reviewed in previous numbers 
of the current volume of the Railroad Gazette: 
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South Carolina. 


A brief preliminary statement for the vear 1882 is made by 
this company as follows, covering its 243 miles of road. 
The earnings for the year were as follows: 


Gross earnings 5058 or ick: asshole eskuiann 

Working expenses (61.86 per cent.)................. 812,630.53 

Net earnings ($2,062 per mile) $501,115.50 

As compared with 1881, the gross earnings show an in- 
crease of $68,459.38, or 5.5 per cent. 


The net earnings were sufficient to pay all fixed charges 
and 5 per cent. on the income bonds. 





-$1,313,746.03 


Cincinnati, New Orleans & Texas Pacific. 


This company has operated under lease since October, 
1881, the Cincinnati Southern road, from Cincinnati to 
Chattanooga, Tenn., 336 miles, which is owned by the city 
The following statements for the year 1882 


| were presented at the recent annual meeting. 

The earnings and income account were as follows: 

$1.793.420 
617.310 


Freight 
SD cc dinbakebie ses tncteduedpeshbened ste ehies ketae 
Other sources 


Total earnings ($7,649 per mile).............. 
Expenses (61.44 per cent.) 





by means of bolts g, g, as shown in the engraving. | 








Sunday Trains. 


It isgradually coming to be understood that the (New York) 
Penal Code and other Sunday laws are not intended to inter- | 
rupt those processes of business and manufacture which | 
require a number of continuous days; and this consideration | 
alone would probably, in most of the states, protect the 
great trunk lines of railroad and the through trains making | 
long trips from interference. Why is not a journey from 
the Atlantic to the Pacific Coast almost as much entitled to | 
be prosecuted without interruption as are the operations of | 
a blast furnace (which Judge Arnoux decided are exempt | 
trom the Sunday law) or the voyages of coasting vessels ? | 
But there are additional embarrassments in enforcing state 
laws against Sunday travel, such as the right of way of the | 
United States mails, the supremacy of Congress over con- | 
veyances running from one state to another, and the imprac- 
ticability of distinguishing between persons traveling for | 
yleasure and those going on errands of necessity or mercy. | 
t has long been understood that the states cannot legislate 
so as to delay the mails, and there is a growing sentiment | 
that all transportation between the states is, by the Consti- | 
tution, under the sole authority of Congress. Judge | 
Arnoux’s decision that the Municipal Police cannot interfere 
with incoming passengers and their baggage does not stand 
alone. Within a year or two a Kentucky judge, when a 
complaint was made before him against Sunday railroad | 
trains, ruled that the state law was not applicable if the 
trains crossed the state boundary or carried a mail; that the 
state could only control local trains carrying only passengers 
or freight. Upon this view, very probably, it was that our 
Legislature, in enacting the Penal Code, struck out from the 
Commissioners’ draft the prohibitions of the old statutes 
upon travel ; also that the states of North and South Carolina, | 
when enacting, a couple of years ago, restrictions on Sunday 
railway business, made express exception of trains carrying 
mails. 

The broad question of the lawfulness of Sunday trains 
was lately discussed in Kentucky in a case in which these | 
special points were waived. The suit was a prosecution by | 
the Attorney-General, on behalf of the state, against the 
Louisville & Nashville Railroad, seeking to ——— its gen- 
eral Sunday business, and the decision of the highest court 
of the state sustained the position that the exigencies of | 





directors influenced by public sentiment. The practical 
common sense language of the opinion well deserves to 
read in comparison with the views embodied in Mr. Dodge’s 
recent letter. 





modern commerce render some movement of trains ‘* neces- | 
sary work "—how much must be left to the judgment of the | 





Net earnings ($2,950 per mile) 





Rental for the year.... .... $800,000 
Remuneration of trustees... 12.000 
MR cock. Sancccccnbbaduneses soa bwsanddacs see 74,078 
——  +886,078 
Peariens B50 UN POR kaon s ics sk sxe ce sienen. nests os $105,033 
Balance from previous year.......... 2. ..0eceeeeeeeeeee 35.953 
DOO MIR wiikids nc0shesk0sc0den sarcomere $141,006 
From this surplus a dividend of 3 per cent. has teen de- 


clared on the $3,000,000 stock, which will require $90,000. 
The balance of 851,006 will be used for the payment re- 
quired to the sinking fund. 





Houston & Texas Central. 


This company owns lines from Houston, Tex., to Denison, 
841 miles: Hempstead to Austin, 115 miles; Bremond to 
Ross, 54 miles: Garrett to Waxahachie, 12 miles, making 
522 miles in all. It also controls and works the Texas Cen- 
tral, from Ross to Albany, 177 miles, and from Garrett to 
Roberts, 52 miles, but the earnings of that line are reported 
separately. The following brief report has been published 
for 1882: 

The earnings on the 522 miles owned were as follows: 


1882. 1881. Decrease. P.c. 

Earnings .......... ....-$3,175.389 $3,748,655 $573,266 15.3 

Expenses ........... . .... 1,725,043 2.141.872 416829 19.5 

Net earnings ... ....$1,450,346 $1,606,783 $156.487 9.7 

Gross earn. per mile. .... 6,087 7.181 1,094 15.3 

Net sa id . 2,778 3.078 300 «(9.7 
Per cent. of exps........ 54.33 57.14 2.81 . 


The very considerable decrease in earnings may be attrib- 
uted partly to short crops and partly to the building of other 
lines in the territory served by the road. 

The income account was as follows : 
Net earnings, as above........ 


pias . .$1,450,346.24 
TeAONORE GRBEBER. 060 052 00ccciescccccces 


1,193,200.00 


Surplus for the year ashen $257,146.24 
This surplus has been expended for steel rails, new sid- 
ings, other improvements of the road and new equipment. 
The condition of the road has been improved during the 
year. 


Cleveland & Pittsburgh. 


This company owns a line from Rochester, Pa., to Cleve- 
land, O., 124 wiles, with branches from Yellow Creek to 
Bellaire, 43 miles, and from New Philadelphia to Canal 
Dover, 81 miles, making 198 miles in all. The property is 
leased to the Pennsylvania Company, aud the report fur the 


‘Railroad companies now furnish meals and sleeping | year ending Nov. 30, as presented at the revent annual 
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meeting, relates only to the financial affairs of the com- 


ny. 
The general account, condensed, is as follows: 
Stock... 





$11,246,114,58 

i eae 5,399,343,63 

Income account 656,666.43 

Account and balance 237,232.43 

Total $17,539,357.07 
Road and property.......... ... .... $16,878,871.74 
Sinking fund account ............... 5,808.10 
Materials account with lessee........ 261,210.66 
Accounts receivable................. 2,416.99 


Cash 251,040.58 
——-— $17,539,357,07 
Stock includes $14,300 old issues and $10,714.58 scrip, 
not yet exchanged for guaranted stock. The bonded debt 
consists of $500 old second-mortgage and $5,000 third- 
mortgage bonds; $1,096,000 fourth-mortgage bonds and 
$8,843.63 scrip ; $2,491,000 consolidated bonds, and 
$1,798,000 construction and equipment bonds. During the 
year $20,000 were retired by tne sinking funds, and $225,- 
000 construction and equipment bonds issued to the lessee 
on account of betterments made in 1882. 
The income account was as follows: 





Received from lessee for rental... .................-: $1,238,309.04 
Interest on cash balances.................-+- AS waca 1,263.68 

AEN 5 REE Ne ee Eee. $1,239,572.72 
I a ons GilsReasSededd eaves seed $351,150.00 


Dividends, 7 per cent 
ra ieiais Kadi seinicviabs. mie 
Mainteuance of organization 


———-—— 1,237,825.74 

MR edicitn ds aa tinadases. wactone carters $1.746 98 

Add interest and dividends received................ 3,320.61 
UN IONS bo 5 ecaici.accgiaces, Sabi one osvesioee’ $5,067.59 


The lessee expended $225,058.08 in betterments of road 
and equipment. The wooden bridges are gradually being 
replaced by iron structures. 

The report says: ‘During the year the final settlement 
has been made with the Pennsylvania Railroad Company in 
the matter of surplus assets remaining to this company as 
of the date of the lease after closing its business, which sur- 
plus accrued to the lessee by the terms of the supplementary 
agreement of Nov. 30, 1871. The total amount transferred 
as authorized by the board of directors is $202,291.51. 

‘*This sum has been charged against construction, meeting 
the old balance of net earnings, $390,138.53, credited to 
construction in the year 1880. 

‘* The laying of steel rail has progressed westward on the 
River Division from one mile east of Brilliant (late La- 
Grange station) to within about one mile of Bridgeport sta- 
tion, a distance of 16 miles.” 





Worcester & Nashua. 


This company owns a line from Worcester, Mass., to 
Nashua, N. H., 46.09 miles, and it leases the Nashua & 
Rochester road, from Nashua to Rochester, 48.39 miles, mak- 
ing 94.48 miles worked. There are 16.83 miles of second 
track and 15.38 miles of sidings. Of the main track 34.75 
miles are laid with steel. The report is for the year ending 
Sept. 30. 

The equipment consists of 20 locomotives, 19 passenger, 3 
parlor and 7 baggage and mail cars; 263 box, 125 flat and 
100 coal cars; 1 derrick and 2 too! cars and 8 snow-plows. 

The general account is as follows : 

Stock 
Bonds 





$1,789.800.00 
962,000.00 


PINNII uclictsictcoeikmeo ccd biscccsweanesss 85,000.00 
NN MUN DOOD. 6. aise coc cc occesewiacsceees 27 802.29 
MI IES Fe Fon tsicdisncs€ 1.9 UeweNace ys. cnccenbpas 85,581.17 


SR See 


; 2,950,183.46 
Road and equipment......... .... 


$2,543,921.02 
289 


Nashua & Koch, Stock .. ........ .. ,980.00 
i SRS en 48,007.68 
Accounts and balances.............. 22,052.18 
Means Patedh cand ace kbd ess 46,192.58 











$2,950,183 46 

Of the bonds $37,000 are due on demand; $275,000 in 
1887; $250,000 in 1893, and $400,000 are due in 1895; all 
bear 5 per cent. interest, the interest having been reduced 
by agreement some years ago. The rental of the Nashua & 
Rochester road is 5 per cent. on the bonds and 3 per cent. 
on the stock. 

The traffic for the year was as follows : 








Train miles : 1881-82. 1880-81. Inc.or Dec. P.c. 
EE ee 207,472 188,055 I. 417 10.3 
Freigh' Lb canteen eases asses 237,272 250,855 D. 13.613 5.4 
Service and switching. . 63,755 57,226 I. 6,529 115 

Ene 508.499 496,166 I. 12,333 2.5 
Passengers carried. ... 432,732 402,239 I. 31,493 7.8 
Passenger miles....... 7,467,524 7,222,999 I. 244525 34 
Tons freight carried.... 541,036 514,226 I. 26,810 5.2 
TOMMIOG, 060 c05cs000s0 16,949,008 16,153,062 I. 795,946 4.9 

Av. train load: 

Passengers, No......... 36 38 D. 2 53 
Freight, tons.. ........ 71 64 1. 7 10.9 


There was a fair increase in traffic. more in local than in 
through business. The larger freight traffic was handled 
with a lighter train mileage than in the previous year. 

The earnings of the year were as follows: 











1881-82. 1880-81. Increase. P.c 

Passenger Dep’t ...... .... $233,462 $220154 $13,408 6.1 
Freight Dep’t.............. 398,520 368,717 29,80% 8.1 
peer 22,533 £2,103 430 19 

ONE becuase teed $654.515 $610,874 $45,641 73 
p ee ore 474,989 433,574 41,415 9.5 

Net earnings............. $179,526 $177,300 2,226 13 
‘Gross earn. per mile...... 6.927 6,466 461 71 
Net earn. per mile . ...... 1,900 1,877 23 13 
Per cent. of expenses..... 72.57 70.97 1.60 : 


Expenses include taxes, which were $15,918.98 last year. 
The increase in earnings was considerable, but was nearly 
equalled by that in expenses, which were due to larger re- 
newals and increased prices paid for materials and labor. 

The income account for the year was as follows: 


Oe PT Ter Peet rere eT $179,525.78 
I OI i550 a0 5050.6 0500s cone sesioaics $51,116.89 
Rent of Nashua & Rochester R. R ... .... 74,437.00 
Dividends, 3 per Cent............cescceeces 53,694.00 





179,247.89 





Surplus for the year $277.89 

Of the amount charged as rental the sum of $14,352 is re- 
turned to the Worcester & Nashua Company as dividends 
upon the stocks of the leased line held by it. The earnings 
of the Nashua & Rochester road were about $10,000 in ex- 
cess of those of avy previous year, but were not equal to the 
rental. It is hoped that in afew years the road will become 
self-sustaining. 

Ducing the year 4,986 ft. new sidings were built, the 
grade of the road improved at several points and Worces- 
ter engine-house enlarged. One locomotive, a derrick car 
and fifteen flat cars were added toequipment; another en- 
gine and several flat cars are in progress. There were 741 
tons steel rails and 53,146 new ties used in renewals. A new 
yard has been made at Clinton and other improvements of 
minor importance. 
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This commen worked the following lines during the year 
ending Sept. 30, 1882: 
Miles. 
Main Line, Boston to Fitchburg, double track...... ........ 52.68 
Watertown Branch, Junction to Waltham .................. 6.60 
Lancaster & Sterling Branch, South Acton to Marlboro..... 12.42 
Peterboro & Shirley Branch, Ayer Junction, Mass., to Ma- 
We OE cvccccans iscts. 50% (haeRESeCRGbNSs + greens 23.62 
NINDS oo oie Seok! ca bce eecbaasads 93.32 
Vermont & Massachusetts, leased: 
Main Line, Fitchburg to Greenfield................... 56.00 
Branch, Greenfield to Turner’s Falls.................. 2.80 
58.80 
po RT ETE Te ee 152.12 


The company also runs trains over the Troy & Greenfield 
Railroad, 37 miles, paying tolls to the state of Massachu- 
setts for its use; this makes the main line 143.68.miles long, 
from Boston to North Adams. On theroad owned there are 
50.68 miles of second track and 64,69 miles of siding; on the 
road leased 28.54 miles second track and 30.93 miles of 
sidings. The use of 10.5 miles of track, from Fitchburg to 
South Ashburnham, is leased to the Cheshire Railroad. The 
total mileage of track on the lines worked is 326.96 miles. 
Additions during the year were 1.75 miles of sidings on the 
line owned, 6.48 miles of second track and 1.40 miles of 
sidings on the leased line. 

The equipment consists of 98 engines and 100 tenders; 93 
passenger and 29 mail and baggage cars; 2,241 box, 756 
flat, 244 coal and other, and 28 caboose cars; 9 snow-plows. 
Additions during the year were 7 enginesand tenders; 2 
passenger and 2 baggage cars; 2 caboose and 47 coal and 
other cars. 

The general balance sheet is as follows, condensed : 

“TT SS eR SR ee cae Siig HS Lee $4,950,000.00 
Rios cage! ca isasacabissasence, Saemyeihes 3,000,000.00 
IMINUIINN, 5-0 6 un. sica Saeegansaccdsdeakadnnccntecean 1,085,500.00 
Interest, vouchers and accounts 140,799.81 
Vt. & Massachusetts R. B............0.ecceee wrhe 778,617.96 
NE MO occiscatas ends lesesenee sOxesauuasndae 





301,398.65 
0 ere eeer eer rr Te eee eee $10,255,315.52 
Road and property .................. $7,398,459.44 


Vt. & Mass. improvements..... ... 


1,546,960.68 
Hoosac Tunnel Dock & Elevator Co. 


374,000.00 


Be a ee 204,326.51 
TS cei id Soneke reece 451,151.46 
eS heer 97,270,10 
MR icns cabhastee<l, xdeveudaevieeede 184,147.53 


—_—--—— $10,.256,315.52 

There was an increase during the year of $1,000,000 bonds 
and $51,000 notes payable. The bonds are all plain bonds, 
due at various dates ; the total yearly interest charge is 
$152,500. 

Cost of property increased $321,894.17 ; improvements of 
Vermont & Massachusetts road, $361,302.39, and investment 
in Hoosac Tunnel Dock & Elevator Co., $93,500 during the 

ear. 
‘ The traffic for the year was as follows: 








Train-Miles: 1881-82. 1880-81. Inc.or Dec. P.c. 
PRERORREP 0.2620 cove 825,091 860,829 D. 35,738 4.2 
LS ae 841,842 957,422 D. 115,589 12.1 
Switching and service 22,873 493,795 D. 70,922 14.3 

Total..... . ...... 2,089,806 2,312,046 D. 222,240 9.6 
Receipts per train 

|| See 125 cts. 115 cts. I 10cts. 8.7 
Cost per train mile... 117 “ ao 6S. a." 8.3 
Passengers carried..., 2,959,423 2,627,984 I 301,439 11.0 
Passenger miles. ...... 47,628,311 42,854,047 I. 4,774,264 11.1 
Tons freight carried.. 1,822,262 1,776,960 I 45,302 2.5 
Av. passenger train 

SR 58 50 I. 8 16.0 


Of the passenger-miles 24.9 per cent. were to and from 
other roads. The freight to and from other roads was 112,- 
948,822 ton-miles; the total ton-miles are not given. There 
was a decrease of 36,357 tons in through freight carried, 
and an increase of 81,659 tons local freight. 

Since the close of the year there has been a great improve- 
ment in freight tonnage and aiso in rates. 

The earnings for the year were as follows: 




















881-82. 1880-81. Inc. or Dec. P.c. 

Passengers ............. $816,772 $780,055 I. $36,717 4.7 
Freight........ 1,521,576 1,658,139 D. 136,563 3.2 
Mail and express ne 78,216 67,271 I. 10.945 16.3 
eee 197,1€6 150,365 I. 46,801 30.6 
Total. ........ ........$2,618,730 $2,655,880 D. $42,100 1.6 
Expenses... .. ....... 2,007,886 2,127,458 D. 119,552 5.6 
Net earnings.......... $605,844 $528392 I. $77,452 146 
Gross earn. per mile.... 17,182 17,459 D. 277 «1.6 
Net nig a aay 3,983 3,474 I. 5C9 14.6 
Per cent. of exps........ 76.82 89.10 D. eee 


The loss in earnings was due to the diminished grain move- 
ment and to the low rates caused by the railroad war which 
prevailed during a large part of tbe year. 

The report says; ‘‘ The passengers carried over the Troy 
& Greenfield road increase from 119,526 in 1881 to 122,255 
in 1882; and the tolls paid the commonwealth for passen- 
gers, expresses and mails increased from $45,857.16 to $47,- 
$68.48. The freight over the same road has decreased from 
910,951 tons in 1881 to 893,712 tons in 1882, and the tolls 
paid thereon have decreased from $140,835.84 to 3$117,- 
970.55. The totaltolls paid the commonwealth on freight 
and passenger business have decreased from $186,693.00 in 
1881 to $165,839.03 in 1882, or $20,853.97. 

‘“‘The above payments have been made in accordance 
with our contract with the state; bnt in February next they 
will be revised by the Railroad Commissioners acting as 
auditors, and permanently adjusted for the year.” 

The result of the year was as follows: 

TEE GORRIEE BE GIES 6 vc acnseickcccs sntdeenndon acess 
Rent of Vt. & Mags. R. R.........0000 vee $236,967.00 
Other rents 2,605.00 
I Oe PIE, nc ccscccss: sonccsonsnse 152,500.00 
SY Ga cenccdsorse sadveasesead” ane 46,229.74 


$605.843.66 





438,301.74 


Surplus for the year. .........0cc.sccsescrcosssss $167,541.92 

Dividends amounting to 6 per cent. on the stock (two of 
3 per cent. each) were paid during the year. 

The Hoosac Tunnel Dock & Elevator Co. has opened for 
business, but little return bas been received from this in- 
vestment, owing to scarcity of grain. 

Improvements made during the year include 1.75 miles 
of new sidings on the line owned, and 13 59 miles cf new 
tracks on the leased line. A new lumber shed has been built 
at Charlestown, the Miller’s Creek bridge fiiled in and the 
work of filling in at the Miller’s River yards continued. 
Additional tracks have been laid at the Boston & Lowell 
crossing. Two iron bridges have been substituted for wood, 
and four overhead bridges built for highway crossings, 
where grade crossings have been disc intinued. 

On the Vermont & Massachusetts road the second track 
has been extended to Baldwinsville, 70.48 miles from Boston, 
the grade west of Baldwinsville reduced from 45 to 31 ft. to 
the mile, and beyond that a new s ction of road 3.48 miles 
long has been nearly finished, which will shorten the dis- 
tance about one-fourth of a mile and reduce the grade from 
50 to 31 ft,, besides avoiding 696 ft. of bridging and five 
highway grade crossings. Other work, in reducing grade, 
avoiding crossings and replacing wooden bridges, is in 





progress. The change by which the New London Northern 
road is carried over this road, instead of crossing it at grade, 
has been finished. 

There were used in renewals 1,987 tons steel rails, 67 tons 
iron rails and 110,001 new ties. 

The expenditures for improvements and additions to prop- 
erty during the year were as follows: 


Improvements, Fitchburg R. R........... .seeeeceeeee $111,995.38 
is Vermont & Mass............. RAR SS 361,3°2.39 
Seen MON UNNI os oo onc cba. -hoasicansecnvec 0s aniacs 49,416.43 
New = Me ebarshs Chas chbhonasaubsees- sucka tas 160,182.36 
Stock of Hoosac Tunnel Dock & Elevator Co.......... 93,500.00 
GE ischaneseudvssesdnacsenns snmicaaehawes . $776,396.56 


Since the Vermont & Massachusetts road was leased in 
1874, the expenditures for improvements of road, additional 
tracks, terminal facilities, real estate and new equipment 
have heen $5,230,037, or very nearly $35,000 per mile of 
road worked—enough to build a single-track road over the 
whole of the main line and branches. The full benefit of 
these expenditures cannot be realized until the work now in 
progress bas been completed. In the time covered by these 
expenditures the road has been changed from a short line 
witha —— local business and equipment of the old style, 
to a line with a large through traffic, heavy modern equip- 
ment and extensive terminal facilities. The character of 
the road and its methods of doing business have been com- 
pletely changed. The credit of the company and its profit- 
able local business have carried through this period of tran- 
sition, but its stockholders have to look forward for the full 
realization of their investments. 


Pittsburgh & Lake Erie. 


This company owns a live from Pittsburgh, Pa., to 
Youngstown, O., 68 miles, with a branch to New Castle, 
Pa., 2.35 miles, making 70.35 wilesin all. The following 
statements are from the report for the year ending Dec. 31, 
as presented at the recent annual meeting. 

be general account is as follows : 
DN athe e anak sce aback une Senate ncaweabnvaacawes 
ETERS ona cleats." % CRS apioevaeecevaabees 
INS NN isc secesensbes cnncsheesesseens 
THOR) GRURES THOTIMAROS oo. 5 csc oe cscs sees. ceveeee 
Bills payable and temporary loans........ .......... 


Se ee $2.050,000.00 
410,000.00 
2,000,000.00 
195,843.12 
368,923.06 








PT SUMMED. cieciscss Sines. Leseesesaes cases 64,298.00 
rrr re 548.366.78 
MN nck cos tie nate ckbia cheeses oaieeeumanmceletiad $5,637 ,530.96 
Construction of road................+++ $3,644,601.75 
Real estate and right of way........ .. 809,997.63 
MINN 9 a.vs sc sicreeancesadeeesens seus 1,113,770.45 
Total cost of road............... .$5,588,369.83 
INS 6 oicie Sac circiwnd paedesccnaes 49,161.13 
— — -$5,63 7,530.96 


The dividend scrip includes two dividends of 10 per 
cent. each, for 1880 and 1881, made to represent earnings 
used in construction ; a third will be paid for 1882. The 
real estate mortgages will mature in 1887, 1888 and 1893. 
The bills payable given for equipment (included above) are 
$68,488.72 due in 1883, $31,5¢8.32 in 1&84, $18,426.52 in 
1885, being $118,503.56 in all. 

The car mileage for the year was as follows: 

1882. 1881, 


Increase. P. c. 

Passenger-train cars....... 858,846 765,318 90,528 11.8 
Freight cars, loaded ....... 6,955,230 6,029,570 925,660 15.4 
ss empty........ 3,300,984 2.444.537 856,447 35.0 

















Total freight mileage. ...10,256,214 1,782,107 29.7 


Per cent. of loaded cars.... 67.8 aes 
This statement indicates a very satisfactory increase of 
business. No further statements of traffic are given in that 
portion of the report published. 
The earnings for the year were as follows: 
1882. 1881. 


8,474,107 
71.2 











Inc. or Dec. c 
rrr $1,023.332  $832.023 I. $141,309 23.0 
Passengers......- ...+++ 217,737 181,565 I. 36,182 19.9 
Mail, express, etc....... 24,679 27,485 D. 2,816 10.2 
TOUR iis cncsccics re $1,265,748 $1,041,063 I. $224,685 21.6 
poe errr 757,044 608,765 I. 148.279 24.3 
Net earnings.......... $508,704 $432,298 7. $76,406 17.7 
Gross earn. per mile.... 17,992 14,798 I. 3,194 21.6 
Net ” tage 7,231 6,145 I. 1,086 17.7 
Per cent. of exps....... 59.8 58.4 I. 2A 4c 


The increase inearnings was large. The road, although 
comparatively new, has already earnings per mile which are 
positively large and compare well with many older lines. 

The income account for the year was as follows: 

Wet Garmings, AS ADUVE......... ssesccsccevessicosseces $508,704.17 
DRE UIE. 2. case cek ka sopctoedepcs $120,000.00 
‘s 











floating debt.............-+4.. 44,032.80 
—_—-——_ 164,032.80 
Surplus for the year.........escsceecscesccscees $344,671.37 
Miscellaneous receipts. ..........-- 0 seeceesceceeeeeeees 35,969.50 
MR o> concn acs akesesinen ec akaeemetianaed .. $380,640.87 
Right of way and real estate........-..... $42,888.52 
Construction. .......0.02-ccccseee soveveces 170.482.47 
Equipment...........-2.+esseeeesereeceeses 87,500.42 
Reduction of bills payable....... ........ 79,769.46 
——— 380,640.87 





During the year the equipment notes for $64,488.72 given 
to the Beaver Falls Car Works, were paid off. One engine, 1 
baggage car and 155 freight cars were purchased. The 
Pittsburgh, Chartiers & Youghiogheny Co. has put 119 coal 
cars on the road. ; 

A new passenger station at. New Castle is nearly com- 

leted, and several other new buildings bave been erected 
during the year. The Youngstown yard has been enlarged. 
Grades have been reduced at several points. 

Work has been in progress on the second track, of which 
4.5 miles are now laid. The chief force is now employed on 
the heavy rock-cutting needed near Strutbers. ‘There were 
4.75 miles of new sidings built, not including some 2.5 miles 
in the Youngstown yard. 

General Manager Quincy’s report says : ‘It has been my 
endeavor to provide for all interest charges, real estate, new 
equipment, additional right of way, sidings, second track, 
new structures, etc., from current revenues, but the funds 
thus provided are inadequate for the immediate and pressing 
additional facilities needed at Pittsburgh and for second 
track. 

‘‘ The complications arising from the construction of new 
lines desiring to cross our tracks, and also to occupy por- 
tions of the right of way, have all been satisfactorily ad- 
justed. 
mee Notwithstanding the loss of much revenue for four 
months by the labor troubles, and the interruptions and 
delays to the barge transfer with the Baltimore & Ohio road 
by ice in the Monangehela river, your gross revenues show 
an increase of $224,684.69. * * * * The Pittsburgh 
Chartiers & Yougbiogbeny Railroad}was opened in Novem 
ber, and trains commenced running to Pittsburgh Nov. 27. 

“The Pittsburgh, McKeesport & Youghiogheny Railroad 
will be opened to the coke regions during the summer. ‘Lhese 
valuble connections will add largley to your business. 

‘Our relations with all of our connections continue to be 
of the most friendly and satisfactory nature.” 

The President’s report says: ‘‘It will beseen from the 
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foregoing statement of the general condition of the affairs of 
the company, tbat while the expenses of operating our road 
during the past year have been 59.8 per cent. of the gross 
earnings, the net earnings have been 16.8 per cent. upon the 
capital stock, which is a very satisfactory showing. Fuller 
details of the operations of the year will be found in the 
report of our General Manager, to which we would respect- 
fully call the attention of all interested, believing the policy 
heretofore adopted of declaring a dividend to our stock- 
holders in scrip certificates, payable at the will of the com- 
pany and bearing 6 per cent. interest, to be wise and judi- 
cious, and, as the net earnings of our company warrant it,we 
would recommend that a similar dividend of 10 per cent. be 
declared out of the net earnings of the year 1882. The earn- 
ings of the road have, as we believe, been most judiciously 
expended in additions and betterments of the cc-npany’s 
property, its value thereby greatly enhanced, and its future 
earning power increased. ‘lhe issuing of a scrip dividend as 
recommended is therefore just to the stockholders and 
although it will be a debt to be paid hereafter, it is one for 
which the company have received full consideration.” 





Rochester & Pittsburgh. 


This company owns a line from Rochester to Salamanca, 
N. Y., 108 miles, formerly the property of the Rochester & 
State Line Co., and purchased by the present company in 
January, 1881. The reportis for the year ending Sept. 30, 
1882, being the first report for an entire year made by the 
existing company. 

The equipment consists of 21 locomotives; 17 passenger 
and 5 baggage, mail and express cars; 288 box, 202 flat, 10 
cattle, 665 coal and 8 caboose cars; 48 service and 8 other 
cars. The report says: ‘The company has purchased for 
its present line during the Pas $143,273.12 of additional 
rolling stock, consisting of 100 box cars, 100 flat cars, 13 
gondolas, 2 locomotives, 1 steam shovel. The roiling stock 
purchased for the Buffalo & Pittsburgh Division, consisting 
of 20 consolidation locomotives, 1,190 gondola coal cars, 4 
passenger coaches, 100 box cars and 100 flat cars, is being 
rapidly delivered.’ 


he general account is as follows : 
Stock 


ebb as valeie. sceaueths "Skea bawbecae wees $10,000,000 .00 
Bonds and car trusts..... hike eee ¢. abadananeiem 3,482,000 .00 
Accrued interestand accounts...................0. 68,435.27 

RNAs chsnnacnssng tuck whobsnntinatan dean 13,550,435.27 


Road and equipment 


$7,596,585 .27 
Investment account 


5,828,253.53 


DR ras bins neicccsscndesse cuwneuaas 37,593.97 
SRE ee eee eee ee 31.996.29 
i er ee “ 17,015.87 
POU SNOB Si as: wens cndnacee bw oun 38,985.34 








13 550,435.27 
During the year the capital stock was increased from 
$4,000,000 to $10,000,000. Since the close of the fiscal 
year the stockholders have approved of an additional in- 
crease to $20,000,000, in connection with which the report 
says: ‘‘ The object of this increase was to purchase and 
cance] the intended issue of $8,200,000 of the income bonds 
of the Buffalo & Pittsburgh Division, and for the purchase 
cf the entire capital stock of the Perry Railroad Co., and 
also to purchase the entire capital stock of the Rocbester & 

Pittsburgh Coal & Iron Co.” 

The bunds and car trusts consist of $1,300,000 first-mortgage 
bonds of the Rochester & Pittsburgh Co., $20,000 first. 
mortgage bonds of the Perry Railroad, $1,870,000 income 
and mortgage bonds, $178,000 car trust, ‘Series 1, and 
$114,000 car trust, Series2. The item ‘investment ac- 
count ” in above account represents the Rochester & Char- 
lotte, the Perry, the Buffalo, Rochester & Pittsburgh, the 
Great Valley & Bradford, the Bradford & State Line, and 
the Pittsburgh & New York railroads. During the year 
there was expended, on improvements made upon the road, 
the sum of $130,816.52. 


The earnings and income account were as follows: 
Passenger...... OILS TAL EE VER $116,275.35 
Es 85 5.50 kxscccuacouak) caneas akedneowee) Oe eeoteae 177,175.38 


Mail, express, etc 











ahd. LRShU GACH REbORE Dees cunhenees 12,538.19 
Total ($2,832.33 per mile). ..........ccccccecccecses $305,988.92 
BORE GED HOP COMED ooo v5 vciins nce sovcceascess 204,408.88 
Net earnings ($940.56 per mile) ....... .......... $101,580.04 
Interest on bonds (including September, 
cig, OE BERENS ARS . $78,000.00 
Interest on car trust (including September, 
CORRS ire eis 12,564.97 
Interest on balances............... 2,532 36 
PE av onsdcsdccan ccmaapeowas seseassasens 18,152.65 
—- 111,249.98 
RG BG BORE ios sc ss vennbascacnweehodesse $9,669.94 
re ae ere 29,315.40 
Total deficit Sept. 30, 1882..................- .+1$38,985 34 


No comparison can be made with the earnings of last year 
for the reason that the operations of this company covered 
but eight months. The company furnishes no statement of 
traffic during the year. 

The President’s report says: ‘‘We expect to finish the ex- 
tension of the road from Ashford to Buffalo, and from Sala- 
manca to Beech Tree and to Du Bois, by February next, 
when the company will have immediately a large increase 
in tonnage of both coal and lumber. 

‘The passenger and freight buildings in Rochester, which 
were under —_ at the close of the previous fiscal year, have 
been completed. New depot houses have been erected dur- 
ing the year at Ellicottville, Silver Lake Junction, Eagle, 
Farmersville, Great Valley and Salamanca. 

‘*The machine shops at Lincoln Park have been completed, 
and the machinery necessary for the company to do its own 
repairs has been purchi and erected. A round house, 
built of brick, containing 14 stalls for our locomotives, 
adjoining the machine shops, is almost completed. * * 

** We succeeded in making a favorable running contract 
with the Silver Lake Railroad Co., which corporation is 
owned by the town of Perry, located at the head of Silver 
Lake. This railroad is about 74, miles in length, and con- 
nects Perry and Silver Lake with the New York, Lake Erie 
& Western Railroad at East Gainesville. We agreed to 
build about 1!¢ miles of road required to make. a connection 
with our line at Gainesville, provided they gave us the right 
to run one train each way per day between Perry and 
Rochester, and as many excursion trains as we should desire 
on the most favorable terms. We have built the connecting 
link—wonich is called the Perry Railroad—and it will in- 
crease, very materially, our earnings the present year. 

‘** We have, subject to the approval of our stockholders, 
effected the purchase, by lease, of the Rochester & Ontario 
Belt Line Railroad, which will run from North St. Paul 
Street, in the city of Rochester, to the port of Charlotte, on 
Lake Ontario, where it owns the most extensive and desir- 
able dock facilities at that port, as well as the finest grounds 
for excursion parties on the lake. 

“The work of building the Buffalo and_ Pittsburgh Divis- 
ion of the road has progressed very rapidly since the law- 
suits with the New York, Lake Erie & Western Co. have 
been adjusted. The settlement with that company was 
made by our company relinquishing its adopted line on the 
east bank of the Clarion River from Ridgway south 6 miles, 
and accepting in place of it the line adopted by the New 











































































































LOCOMOTIVE RETURNS, AUGUST, 1882. 
Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 






















































































5, ¢ AVERAGE | CosTIN | AVERAGE 
5 3 __ MiLEace. MiLes Run To Train. |CENTs PER) Cost PER MILE IN CenTs FoR [Cost oF 
o|8 3 > a1 | | ~ | | 2) s = 
gis} E/ FFG EIEL EE ZF) 2181 F lek) 2) el? 
ar] 3 aiei|al = ei\E|F ig ae B/ Sle 
Name oF Roap. g a : ae 5 & *!ig)3 |: zg | 43 |: 3 z 
tS z 3 q 18) a | TiS Ble te i 8 | 3 : | 8 
> 18 : 5 ; hs S| é te & | 82| ° 5/3 
eh ae: ee PE 27 1¢& Pel: ti | Brel: | 18 
ae 5 ie : “Se Be ee ae ee S 1ig i: : 
oe | & cikae eB. 3 | ae | : 
ae 2 2 PASBVIVSER ee | >B).: : 
ia este re ae ee ee aes i puma 
Allegheny Valley: } | | | s\s 

4 ae 139)... +-| 17.88, 3.60) 22.90) 3,169) 0.826, 4.73) 4.42) 0.64)...... | 6.47| 16.31] .....).-.-. 

Low Grade Div.#............ | 120/222 ”} 19125) 2.60/ 23.40! 3,231 0.970| #00] 3.90! 0.60)...... 6.60| 19.10]... -|..2. 
Buffalo, Pitts. & Western*... | 223, 24 89 .-| 21,24) 3.30! 12.90] 2,012) 1.688) 6.13) 4.04 0.52)...... eel 16,08] 1.55) 1.87 

s j | } | 
Peer tas Pablo Dives | tos] 34] roelees) Sots) Saas.) Wee | SRG URGe OS% 088) $85 S135) $35] £70 
‘01 | 7 Ae) 2 sone eee 8). . ee é o Wd) UV. - 5 

California Pacific Div.t...... ty 18] 43,240, 9°492! 50.16]. ..| 22.98).. | 18.01 0.48) 0.2u| 7.29| 27.39) 6.50] 4.70 

; ento Div.t.....+.0000s 119) 48) 113,067) 9'g°9|...... 25.56) 19.51 18.39, 0.48) 0.82) 8.61) 30.41)... . 4.70 

Truckee Div.+........++ cereee | 205) 26) 81,055) g'r779| 30 02) 97.81) 17.86 20.82, 0.50, 0.37| 8.33) 34.46) 6.50 4.70 

Aumboldt Div.+.. 21; 63,005) 3'990) 40.21)... .| 19.86).. 16.21! 0.44] 9.85) 7.72) 30.99) 6 Su! 4.70 

salt Lake | Div.t - a4 #10 3 93,899) 4 15.79). : 19.46) 0.55) ° ri 7.16 Seay 6.50 £70 

on Se bE aah G9 d | 20. 1.99, 0. . z ied 

Stockton & Copperopoiist: 3 834 2.08 0.44) 0.31) 6.50) 2v.99) °2°°° 4.70 

Visalia DIV.¢..csi'00. o00-00008 157; 19 20.00 0.46) 0.04) 7.41, 36.52) 6 50} 4.7 

Tulare Div tog sic 170} 21 20.62 0.61) 0.5¥) 8.89) 64.11) 9.00 

O8 
Wim. Divs.t....+...- .. | 167] 25 68) 0.63) 0.25| 7.00] $3.08] 9.00] 5.35 

Yuma Div + 249) 28 19.54| 0.63) 0.24) 7.94) 32.76) 9.00) 5.35 

Gila Div.t .. 243| 2)| 1o.47 0.57! 0.4 | 840) 33.30) 9.00| 5.35 

Tucson Div.t.... ..... 219) 30) 03) 22.49, 0.66) 0.64) 8.34) 35.17) 9.0.) 5.35 
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Huntington Div.¢.... 227) 53 440, 3. 5.60) 14.50) 1.15]..... 
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uisv’e v : | | | | 

CR oS See |435| 58| 142,086 2.449) 28.52). 5.57| 17.96, 2,910| 1.160' 2.62) 6.33/0.41| 1.46) 684 17.71) 1.97| 2.30 
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* Five empty cars rated as three loaded ones. 

+ Switching engines allowed 6 miles per hour; helping engines, 

ual distance run. 

+ Switchi: en: — allowed 6 miles per hour; five empty cars 
ones 


rated as three lo: i. 
=~ allowed 6 miles per hour. 


act 


§ Switching 
{ Fuel not estimated. 


| Two empty cars rated as one loaded one. 

Three empty cars rated as two loaded ones. 

++ Engineers’, firemen’s and wipers’ wages not included in cost. 

+ Narrow gauge (3 ft.) . 

Repairs generally include ali shop expenses. 

The ton of coal is 2,000 lbs., unless otherwise noted; a bushel of 
coal is counted 8) Ibs. 








York, Lake Erie & Western on the west bank of the Clarion. 
The two companies agree to build at their joint expense 
from the Devil’s Elbow to the mouth of the Little Toby, a 
distance of about two miles. The settlement gave us as 
good a line as we possessed before, only that we had done 
more work upon our line than they had upon theirs, and 
therefore caused us some delay in construction. The line 
from Ashford, where we leave the present road, north to 


satisfactorily. _We expect this 
completed by February next. The work from Salamanca 
south is completed to Howard’s Crossing, a distance of 22'¢ 
miles, passing through Great Valley, Carrollton, Tarport, 
Bradford and Custer City. We have made a contract with 
the New York, Lake Erie & Western Co. for the joint use of 
theirroad from Howard Crossing to Johnsonburg, a dis- 
tance of about 38 miles. Trains of both companies of the 
same class are to have equal rights on the track. We have 
the right to do local business on the 38 miles of road to all 
points on our own road or connecting lines; we paying 8 
yearly rental of $55,200, and maintenance to be paid by 
th companies according to usage. This obviates the neces- 
sity of our building for the present, at least, one of the most 
expensive divisions of the road. We retain our own located 
line, on which we can construct our road when found neces- 
sary. The contract has five years to run, after which it 
can be terminated by either party upon giving one year's 
notice in writing. From Johrsonburg south the road is 
graded to within two miles of the mouth of the Little Toby, 
where the grading is being done fora double track road at 
the joint expense of both companies. Tracklaying com- 
menced from Johnsonburg south about Dec. 1. From the 
mouth of Little Toby, up that stream to Beech Tree and 
thence across to Falls Creek and DuBois, the grading and 
bridging is progressing very rapidly, so that we expect to 
finish the road to DuBois about February next. 
“The division from DuBois to Punxsutawney, about 25 
miles, has been mostly graded, so that the track can be laid 


rt of the extension to be 





Buffalo, is almost all graded and the bridging is progressing | 


in the spring, and the road opened to the Punxsutawney 
coal fields early next summer. i 

“The coal mines belonging to the Rochester & Pittsburgh 
Coal & Iron Co., located at Beech Tree, have been opened— 
one entry being now 1100 ft. into the coal deposit, which 
proves to be of the very best quality of steam coal, 3 ft. and 
10 in. in thickness, with a goodslateroof. The second entry 
is about 700 ft. in, with equally good results. The output 
from these mines will be 1,000 tons per day after the road 
reaches them. The present output of coal at DuBois is over 
1,000 tons per day. and we are assured of a minimum ton- 
nage from that locality of 200,000 tons per annum. 

“The mines ———- the Rochester & Pittsburgh Coal 
| & Iron Co., located at Punxsutawney, are being developed 


| gradually, so as to be ready to yield a large output as soon 
as the reaches them. In one entry—now in— 
the vein of coal is 6 ft. thick, and in another entry of about 
250 ft. the coal is 8 ft in thickness. This has been 


proved to bea very fine coking and coal. é 

“The Rochester & Pittsburgh Coal & Iron Co. will erect 
coking ovens there next spring, which will undoubtedly 
prove very profitable. 

“Since the close of the fiscal year, a contract has been 
| entered into with the Pennsylvania Railroad Co. for the use 
of the Allegheny Valley road from Falis Creek into Pitts- 
| burgh on a pro-rata basis. The terms of the nt are, 
that we are to have as low rates from Pittsburgh to all 





ints reached by our road or its connecting lines as the 
Poensyivania or any other competing live ma between 
the same points. T 


terminal charges in Pittsburgh, on 
| their and at Buffalo and Rochester, on our part, to be 
incl in the pro-rate. In other words, no terminal 
| charges are to be made by either party to the aj t. The 
| contract can be terminated by either party giving to the other 
one year’s written notice of their desire todoso. When- 
ever it is found advisable, we can extend our Punxsutawoey 
| line directly to the city of Pi , which will make a 
' shorter line than via the Allegneny Valley Railroad. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THe RAILROAD GazETTE. Communica- 
tions for. the attention of the Eclitors should be addressed 
EprrorR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which ened goo 4 
under their observation, such as changes in rail 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, riments in the 
construction of roads and machinery and in their man- 

g , particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
ecially annual reports, some notice cf all of whicn will 
e published 


ent 











Advertisements.—We wish it distinctiy understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, out it 

is useless to ask us to recommend them editorially, either 

Sor money or in consideration of advertising patronage. 








MACHINE DESICN. 


Professor Reuleaux in his Kinematics of Machinery 
says that the science of machine design applies the 
results of research to the special problems with which 
it deals, and that when it solves these problems in 
accordance with technological requirements, it forms a 
really technical science. Reuleaux attempted to formu- 
late this science into ‘‘a theory of machines,” but it is 
doubtful whether his work has ever been of much assis- 
tance to those who are practically engaged in design- 
ing machinery. 

If the exercise of knowledge which consists of either 
ultimate principles or facts as explained by principles 
is a science, then the term may be properly applied to 
machine design. It requires, though, not so mucha 
knowledge of general principles as it does of the 
employment of means, the adaptation of methods 
which have been suggested by experience to accom- 
plish some desired end, and in that sense it is an art. 
It is, perhaps, a matter of very little importance 
whether it is called a science or an art, inasmuch as it 
is certain that it requires a very definite knowledge of 
scientific principles; and if the work of the designer 
of a machine accomplishes its purpose fully and per- 
manently with the least expenditure of means, then 
‘tit implies the possession of an unusual intensity of 
the modifying power” which Coleridge said wasa 
characteristic of genius. Ability of this kind to be of 
a high order requires great quickness of apprehension 
both of principles and methods of construction of 
machinery, with a certain dexterity of thought or 
power of ready adaptation of the elements of machine 
construction to the ends to be accomplished. A person 
having such ability must also be able to compare ideas, 
to find their mutual relations, to reason correctly and 
ascertain the truth about them and to draw sound 
conclusions therefrom. 

It is not easy to make any one who is not an expert 
realize the importance of the difference between well 
and badly designed machinery. To the person who 
has little discernment in such matters machines for 
like purposes appear to be very much alike; but as 
some one has said of people, although they are very 
much alike, yet their differences are of the utmost im- 
portance. 

We have been led to write about this subject because 
there is good reason for believing that there is no kind 
of ability of more value in the operation of railroads, 
or which can do more to effect economical manage- 
ment, than a good knowledge of the science and art of 
machine design, and there is none which seems to be 
valued less. The misapprehension of persons of the 
commercial turn of mind of the nature of 
superior ability for designing machinery is 
also very curious. The absurd doctrine has in 
some cases been promulgated that thorough 
knowledge of the _ principles, practice and 
especially the details of machine construction has the 








effect of narrowing and prejudicing the mind with ' 
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reference to such matters, and that a certain measure 
of ignorance of the questions to be considered is es- 
sential for sound judgment and ‘broad views.” A 


serious precept has in fact been made of the theory of | 


Sidney Smith’s joke, that to review a book a person 
should -not read it, because to do so prejudices the 
mind of the reviewer. It is as though it should be 
said of a physician, who is familiar with the symptoms 
of disease and who has devoted much time te its diag- 
nosis, that therefore his mind has been narrowed and 
he unfitted to be an adviser of those who are sick, 
Ignorance is apt to take broad views of subjects which 
it does not understand. A very amusing illustration 
of the distrust which a person who is ignorant of en- 
gineering matters sometimes feels regarding those 
who are experts was recently given by the Mayor of 
New York. In alluding to the construction of anew 
aqueduct in a’ message on the subject he said: ‘‘ It 
would, in my opinion, be wise, before finally adopting 
any plan, to have the opinion of business men as well 
as engineers, concerning its practicability, the prob- 
able cost, and the time required for construction.” 
The intimation here that engineers are not ‘‘ business 
men” reveals very clearly the feeling that those who 
are familiar with the construction of. such work, who 
have studied its principles, who know the literature 
thoroughly, and who by practical experience, thorough 
investigation and the devotion of a life-time to its 
pursuit have acquired that kind of knowledge, some- 
how must be unsafe advisers in conducting such a 
project. It is of course true that a man might spend 
a life-time as an engineer of water-works and still, 
from some mental moral defect be an un- 
safe adviser, and that cne who has conducted other 
affairs successfully might be more clear-headed, more 
prudent, more sound in his conclusions than the man 
with the training of an engineer. There is a different 
reason for the distrust which practical men of affairs 
so often feel for the opinions of experts. It is based 
on very much the same idea which was expressed by 
an engineer of the Hudson River Tunnel who testi- 
fied that ‘‘a knowledge of mathematics dwarfed a 
man’s mind.” There are many men with a great deal 
of capa:zity for the management of commercial affairs, 
and who have immense skill in conducting transac- 
tions involving various kinds of barter, who have the 
same impression about a knowledge of the principles 
and details of mechanical construction, Such knowl- 
edge they believe ‘‘ dwarfs a man’s mind” and makes 
it unsafe to place the responsibility for such matters in 
his hands. 

This misapprehension of the nature of mechanical 
ability is one of the curious manifestations of its un- 
intelligibleness to a class of minds which have had 
only a commercial training. Like most skeptics, too, 
people of this kind are subject to alternate occasions 
of credulity and disbelif. It is among that class that 
Keeley and the inventors of petroleum fuel burners 
find their victims, and .t is they who will longest re- 
sist the use of an invention which has only sound 
reason and common s nse to recommend it. The 
characteristic of mechanical ability which they seem 
to understand best is its conclusiveness; that is, that 
theories, knowledge, sk ll and experience of a person 
who has a high order of ability of this kind will give 
him a certain measure of infallibility, that it will en- 
able him to anticipate in advance whether a given 
mechanism will be adequate for its purpose, or how 
much risk of failure there will be in adopting it. 
There is nothing mysterious in this. It is only the 
consequence of an exercise of the prescience of 
common sense, guided by a great accumulation of 
facts and observations. The design of a machine like 
a locomotive isa very complicated adaptation of means 
to ends. If all the reasons, causes and influences which 
must govern a man in designing such a machine were 
fully written out, it would make a very large book, or 
perhapsa number of them. It is appalling to think how 
much an untrained person would be obliged to learn 
in order to design such a structure if he were guided 
alone by what was taught him and not by some prec- 
edent. A good design of machinery adopts the pre. 
cept of St. Paul: ‘‘ Prove all things; hold fast that 
which is good.” There is perhaps no other occupation 
in which this is more essential to success. The chances 
of failure of machinery are illimitable; success only 
comes when everything is right. 

The trait which is very often mistaken for mechanical 
ability isa kind of imaginative fertility of combina- 
tion of the elements of mechanism. This is very com- 
mon among a class of so-calledinventors, They will 
dream and speculate about a thousand devices for ac- 
complishing a thousand different purposes, most or all 
of them not worth accomplishing, or capable of being 
done by simpler means. Their contrivances are lack- 
ing in logicalness, and are often without a distinct 
purpose. Interviews are very common, in railroad 


or 


| 
| 





'an unerring capacity for reasoning about things. 


and technical newspaper offices, with inventors who. 
have spent much time and thought in contriving such. 
mechanism, 

Loose car wheels belong to this class. Nearly all 
good mechanics, who have studied this subject, have 
been convinced that car wheels fixed on their axles: 
are in every way better than those which can revolve 
independently of each other. Notwithstanding this» 
there is in the Patent Office a whole graveyard of such 
inventions, and their end is not yet. Cases innumer- 
able of this kind could be cited. A recent one is, how- 
ever, too good not to be recorded. A young man, 
with rather a confident manner, introduced himself 
in the Railroad Gazette office and requested a private 
interview. When that was granted he said that he 
had been studying the action of locomotives, and he 
had observed that during one-half of the revolution of 
the driving-wheels the pistons were pushing in 
the opposite direction to that in which the locomotive 
was running, which resulted in a great loss of power. 
He had therefore, he said, conceived the idea of plac- 
ing the cylinders vertical instead of horizontal, in 
order to save the wasted power. The young man was 
fired out of the office with as much expedition as 
civility would admit of. 

Some schemers have a kind of versatility and audac- 
ity which seems to be very fascinating to people who 
have had little or no other training than that acquired 
in business) A man like Keeley, for example, 
will make some audacious claim for an inven- 
tion, and will then be ready with numberless contri- 
vances, often changed and altered with the frequency 
of the rise and fall of the thermometer. The end to 
be accomplished by the invention is of course one 
which would be of great value. The dupes are de- 
luded as to the adequacy of the means to be employed 
for the attainment of the end, by a kind of promis- 
cuous versatility of mechanical resources which blinds 
the eyes and misleads the imaginations of those who 
are ignorant of mechanical means and methods. 

There is another opposite error into which the com~ 
mercial man is liable to fall. Some unfortunate ex- 
perience, perhaps, makes him distrust inventors and 
inventions. He therefore falls to the other extreme, 
and concludes that the only safe reliance is dullness. 
He distrusts education, dislikes intelligence, and ele-~ 
vates mental inertia into a virtue. Stupidity he is: 
apt to think safe, and the conservatism of ignorance 
he is not afraid of. Some master mechanics and 
master car-builders seem to have been selected on thig, 
theory. 

But the purpose of this article is chiefly to point out 
that one of the essentials of mechanical ability, of the 
highest order, is logicalness, or, to coin another term 
out of a slang phrase, ‘‘ deadsureness.” Dullness and 
conservatism have a certain measure of the latter 
virtue in common with ability and experience of the 
highest order. But while conservatism in machine 
construction does not fall into palpable error, it also 
fails in accomplishing any high degree of success. 
Ability of the highest order in machine construction 
has first the knowledge and experience which makes 
it acquainted with the practice and _ precedents 
of engineers the world over. This implies a certain 
kind of avidity for knowledge from which pride of 
opinion and prejudice have been banished, and also 
that such a person should be, perhaps, not so :much a 
diligent reader, as an explorer in the whole field of 


literature pertaining to his occupation. Next he 
must be thoroughly familiar with the means 
and methods of accomplishing what the ma- 


chinery he has charge of must accomplish. He 
must know experimentally how machinery is 
made and how it works and how it fails. This implies 
thorough practical knowledge of the way machines 
are constructed. Mere manual skillis perhaps not im- 
portant, but often the acquisition of such skill will im- 
press the reasons for things in a way that nothing else 
would. It is, for example, perhaps not important in 
designing a locomotive boiler that the designer should 
be able to drive a rivet perfectly and not mark the 
plate under the rivet head, but if he has ever had 
occasion to inspect the inside of such a boiler, or assist 
in fixing the braces over the crown-plate, he will have 
learned the importance of allowing room enough for 
the workman as no other method could have taught 
him, The same thing is true of all shop details. It 
is as important that he should be thoroughly familiar 
with them as that a docter should know the symp- 
toms of disease—and of health. 

A good machine constructor will also have a thor- 
ough knowledge of the working of machinery, as well 
as of the causes and kinds of failure. He ought to be 
a perpetual student of scrap-heaps, and put his knowl- 
edge to the test of observation in the repairshop. He 
must also have, what has already been referred to, 
He 
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must be able to see the relation of mechanical means 
to ends and judge of the adequacy of the one for ac- 
complishing the other. There must be a singleness of 
purpose, and a conclusiveness in the ends aimed at, so 
that the greatest advantage will be accomplished with 
the least means, and with the least or no risk of failure. 
A machine, even of a simple character, consists of 
a very large number of elements, causes and objects 
all correlated, in what to a novice seems a bewilder- 
ingly complicated way, for the accomplishment of 
some end. 

Lastly, the machine designer must have ‘‘ an unusual 
intensity of the modifying power.” It is this, based 
upon the knowledge described, that is,an intimate ac- 
quaintance with the principles and details of construc- 
tion, and the capacity to reason correctly and rapidly 
about them, which makes a good machine designer, 
It is not alone ingenuity. He must have that, but he 
must have more. 
will be ingenious, it is true—brilliantly so, it may be— 
but all his qualifications will be subordinated to that 
which we have called ‘*‘ deadsureness.” A machine 
designer, to have great ability, must be able to accom- 
plish the most important ends with mechanical appli- 
ances, the least expenditure of means and with the 
minimum risk of failure. 

Such ability only comes after long experience, train- 
ing and hard study, combined with more or less 
natural aptitude for such work. The “intensity of 
the modifying power” is much increased by practice 
and experience. The habits of thought needed 
to give dexterity to a person with a natural aptitude 
for mechanical design are acquired slowly and _la- 
boriously, asa musician learns how to use an instru- 
ment or a phonographer to write short-hand. The 
difference between the trained and the untrained 
power to modify mechanical means for the accom- 
plishment of a given purpose is as great as, or perhaps 
greater than, that between trained and untrained effort 
in any other occupation, profession, science or art; 
and the differences in the ends accomplished are 
equally as great. In point of fact it is this kind of 
ability that has made the modern advancement in 
material progress possible. 

It is a little singular, then, that the art or science of 
machine design is not valued more highly than it is 
by railroad managers and owners in this country, 
With the exception of a very few companies, none of 
them seem to be at all concerned about having eminent 
ability of this kind, and there are comparatively few 
men being trained in that direction. In fact, the 
position of superintendent of machinery usually has 
so little salary and authority attached to it that young 
men of the best or good natural abilities can do better 
‘elsewhere. The consequence is that the management 
of that department on many roads seems to be gradu- 
ally settling down into a state of more or less stagna- 
tion. Master mechanics and superintendents of ma- 
chinery are often made subject to one or several grades 
of officers below the chief executive, who are com- 
pletely ignorant of the principles or the practice of 
machine design. Ignorance of this science and art has 
in fact, in some cases, been made a condition for the 
exercise of authority. Solong as such qualifications 
are exacted there is little prospect of improvement. 
There will be hope of it, though, so soon as railroad 
companies shall require that the officers who have 
authority over the construction and operation of its 
machinery shall be thoroughly trained in the science 
and art of machine design. 


DECEMBER EARNINGS. 


December earnings, so far reported (by 61 companies 
with about 47,300 miles of road, but not including sev- 
eral of the most important roads that report later, as 
the Achinson, Topeka & Santa Fe, the Northern Cen- 
tral, the Penusylvania and the Reading), show an 
increase of 6.3 per cent. in total earnings, but a decrease 
from $500 to $487 in average; earnings per mile—2} 
per cent. Of the 61 roads reporting, 17 report smaller 
total earnings, which is a larger number than hereto- 
fore for several months. It might naturally be sup- 
posed that December was an unfavorable month 
last year because of the railroad war and the light 
grain crops. This, however, was not the case. The 
59 roads reporting in our table for December last 
year showed an increase of no less than 6.2 per 
cent. in their average earnings per mile over their 
earnings in 1880. The fact was that few of the roads 
much affected by the railroad war reported then, and 
the effect of the bad crops was not fully felt until 
later—until March, in fact; for the winter grain 
movement (except to the sea-board) was exceptionally 
heavy. Thus we find that in earnings per mile there 
was an increase in December, 1881, over the corres- 
ponding month in 1880 of 15 per cent. on the Burling- 
ton, Cedar Rapids & Northern, 123 on the Centra 
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Iowa, 214 on the Milwaukee & St. Paul, 13% on the 
Chicago & Northwestern, 20} on the St. Paul & 
Omaha, 13 on the Hannibal & St. Joseph, 3} on the 
Illinois lines and 12% on the Iowa lines of the Illinois 
Central, 29 on the Missouri Pacific, 18} on the St. Louis 
& San Francisco, and even 2 per cent. on the Wabash, 
which suffered (taking the crop-year through) much 
more than most other roads reporting at once from 
the light crops and the railroad war. 

If we compare the earnings per mile this year and 
last of the chief roads which report a decrease this 
year, we shall understand the position better. They 
were ° 





1880. 1881. 1882 

IE BO ii 05 :0's.- ses tpn naantnesan $426 $492 $419 
Central Pacific.............. 733 802 602 
Chicago & Northwestern 535 615 494 
Chicago Mil. & St, Paul............. 370 451 441 
Chi., St. Paul, Minn. & Om.... ..... 332 439 328 
Denver & Rio Grande................ 634 590 382 
Ba BR IN os a ccigiee s-o'n-ahen one ee 567 634 591 
We, CAO BOGE. so leecieid 0 TGs sees 375 449 383 

MCL 65. Gu) «+50 haebanchanace Uae eeD 388 396 379 


Now, most of these roads, it is true, had larger earn- 
ings per mile in 1880 as well asin 1881 than in 1882, 
but all but two had a very larger increase in 1881 over 
1880, and the decrease from 1880 to 1882 is much less 
than from 1881,while two of the roads had larger earn- 
ings per mile in 1882 than in the good year 1880. These 
are the roads showing the largest decrease from 1881, 
and illustrate the fact that December was a good 
month for many roads in that year, and nota bad one. 

The following roads which showed an increase in 
total earnings in November last report a decrease in 


December: 
Increase in Decrease in 


November. December. 
se. sce bodes Reakeanee $14,780 $17,293 
Chicago & East. Ill...... ee oy ae 24,535 17,331 
Chicago & Northwestern........ .....+. 50,249 137,098 
Chi., St. P., Minn. & Om ....... ....... 124,674 56,818 
Cin., Ind., 86. Le. & Chi......... cevee oe 8,718 5,853 
Col., Hocking Val. & Tol....... ........ 12,671 20,668 
Green Bay, Winona &St.P.......... 2,603 6,049 
Til, Com., 1 Tim0ls.......ccccsee esccee 6,879 39,993 
= dU eee 8,047 26,431 
ON PR A ILE REET 21,528 13,421 
DUOTINS BID. 6.o's . 560 5:0cn 050s. Goaaseees 8,121 102 


The opening of new lines at different times may 
suddenly change the earnings so as to convert what 
for months has been an increase in earnings to a de- 
crease, without any change in the condition and course 
of traffic. If a new line were opened Dec. 1, and con- 
tributed afterwards $100,000 a month to earnings, 
comparisons with months previous to its opening 
might show a large increase, and afterwards, without 
change of earnings, a large decrease, and the compari- 
sons of many roads are now complicated from time to 
time for this reason—the thing compared with varied 
considerably from month to month. 

It will be noticed that some of the roads which had 
smaller total earnings last December had a larger 
mileage. This is, perhaps, more likely to be the case 
in winter than at other seasons of the year. New 
roads opened just as winter sets in are likely to have 
very little to do until the next season, and this is 
especially true of roads in new countries. In the case 
of the Central Pacific, the company is now working a 
considerable mileage in Texas which can have scarcely 
any traffic until the connection to San Antonio is com- 
pleted. 

In December fell most of the losses of the St. Paul 
railroad war, which had something to do with the de- 
crease in earnings on the Northwestern and the St. Paul 
& Omaha roads. The effect is seen on the Milwaukee & 
St. Paul in the fact that its increase in earnings was 
but $109,731 in December, against $502,403 in Novem- 
ber—not that the difference was entirely due to the 
railroad war. It was largely due to the fact that this 
company in 1881 worked more road and had much 
larger earnings in December than in November, which 
is contrary to the usual course of things. Take the 
Northwestern and the St. Paul in the two months and 
we shall see : 


1882. * 1881. Inc. or Dec. 
St. Paul ) Nov. $2.072,000 $1,569,597 _—iT.. 2, 
pM 0 0s +005 1 Dee. 1,964,000 1,854,269 I. 109,731 
i { Nov. 2,069,287 2,019,088 I. 50.249 
Northwestern...) Dee, 1718379 1,855,477 D. 187,098 


Last year we see that the St. Paul’s earnings were 
$285,000 more in December than in November ; this 
year they were $108,000 less, and the earnings are us- 
ually less in December than in November. The 
Northwestern last year had a decrease of $164,000 from 
November to December; this year, a decrease of 
$341,000. We should say that there would have been 
in any event a decrease from November to December, 
but that it was made much larger by reason of the 
railroad war. 

The December grain movement was much heavier 
in the Northwest in 1882 than in 1881 — 20,900,000 
bushels against 16,200,000 being received at the eight 
reporting Northwestern markets. But it will be a 
mistake to suppose that this should be felt by all the 
Northwestern roads. The fact is that an unusually 
large proportion of the receipts in December were 





corn, and that nearly all this came from country south 


and southwest of Chicago, where alone it was fit to 
ship, and that a very large part of the wheat arriving 
then was winter wheat, coming from the territory a 
far south as the south line of Iowa (and from country 
east of Illinois). From Iowa, Northern Illinois and 
the country further north the grain shipments were 
light, and the only very active traffic was in flour. 
The roads carrying from this district did not have a 
very heavy traffic, but many of those south of them 
did. And the reports of earnings show that almost 
without exception the lines northwest of Chicago had 
either a decrease in earnings or a small increase. But 
few of the roads southwest of Chicago report, but 


,| these generally, with the important exception of the 


Illinois Central, show a considerable increase in earn- 
ings. 

Southwest of St. Louis the reports are most favor- 
able. The Missouri Pacific gains 22 per cent., the Cen- 
tral Branch 40 per cent., the Missouri, Kansas & 
Texas 36 per cent., the St. Louis and San Francisco 18 
per cent., the Iron Mountain 10 per cent., the two liftle 
Arkansas roads 27 and 37 per cent., the International 
& Great Northern 23 per cent., the Texas Pacific 60 
per cent, the Gulf, Colorado & Santa Fe 72 per cent, 
The Fort Scott & Gulf may be considered an excep- 
tion in that its increase in earnings is small and hard- 
ly in proportion to its increase in mileage. Nearly all 
the other roads named have an increase in mileage, 
which is very large in some cases, but comparatively 
a small part of their increase in earnings is due to this, 
The country on their lines is full of grain and cotton, 
and prosperous, probably, as never before. It should 


‘| be said, however, that though the crops in this coun- 


try in 1881 were worse, perhaps, than any where 
else in the Union, the railroads did not show it much 
until later. Most of the lines named had larger earn- 
ings per mile in December in 1881 than in 1880, and 
their earnings last December were much larger than 
ever before. 

The Southern roads east of the Mississippi also show 
great improvement. A large number report, and they 
should represent very well the average condition of 
railroad business in that part of the country. The in- 
crease in their aggregate earnings is 10 per cent., though 
only one has any increase in mileage. The Norfolk & 
Western gained 5} per cent., the East Tennessee 10 per 
cent., the Louisville & Nashville 6 per cent., the Mobile 
& Ohio 19 per cent. Crops were so uniformly good in 
the South, and that part of the country is so exclusively 
agricultural, that anything but a good traftic at this 
time would be surprising. 

The only roads east of Ohio that have reported 
as yet are the Eastern and the Long Island, and it will 
hardly be prudent to take them as illustrating the 
general course of railroad business in the East. The 
Eastern gained but 0.4 per cent., the Long Island 144 
per cent. It is unofficially reported that the New York 
Central gained $500,000 in the month, which was about 
than 20 per cent.; and the course of business and rates 
makes this entirely probable. But last year it was car- 
rying its through business in both directions, passen- 
gers and freight, at such ridiculously low rates as to 
make its earnings exceptionally small all through the 
fall and winter months. We understand that in De- 
cember and also in the three months ending with De- 
cember this road’s earnings were not only much larger 
than in 1881, but also a little larger than in 1880, and 
larger than ever before. We are informed that instead 
of an increase of $1,200,000 in gross earnings in the 
last quarter of 1882, according to the statement made 
with the annual report, when the December receipts 
were estimated, the actual increase was just about 
$1,500,000. The figures, however, have not been made 
public. In all probability, however, the trunk lines 
had a great increase in earnings in December. 

The lines showing the least improvement seem to be 


403 | those reporting (not trunk lines) between Pennsylvania 


and Illinois. As for the trunk lines east of Chicago, if 
we may judge by the Chicago & Grand Trunk, they 
have gained immensely, as its increase is not less than 
64 per cent. But the linesin Ohio, Indiana and in 
Illinois east of the Chicago & Alton Railroad seem not 
to have fared very well. There are 14 of these roads 
reporting, mostly small ones; their mileage increased 
from 4,363 to 4,651 miles (64 per cent.), but their aggre" 
gate earnings decreased from $1,900,279 to $1,888,161 
(3 per cent.), and their average earnings per mile 
were but $395 in 1882, against $435 in 1881. The most 
important roads of this district intermediate between 
the East and the West are not in the list—such roads 
as the Lake Shore, the Fort Wayne, the Pan-handle, 
the New York, Pennsylvania & Ohio, the Cleveland, 
Columbus, Cincinnati & Indianapolis, and the Balti- 
more & Ohio’s trans-Ohio lines. Possibly in the 
southern part of this district traffic has not been good 
—though the corn movement should have made it 





good—but the through traffic on the northern lines, as 
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we know from the Chicago shipments, was unusually 
good. 

We may sum up by saying that the reports so far 
received indicate good business everywhere in the 
South and Southwest; and in the West west of St. 
Louis and southwest of Chicago, and in Michigan; in- 
different business northwest of Chicago, and poor 
business northof the Ohio. As to the country further 
East there are not enough of them to indicate any- 
thing. 








The Massachusetts Railroads. 


The Massachusetts Railroad Commissioners’ Report for the 
year ending with September last has just been issued: 
and just here we take the opportunity to call 
attention to the fact that the New York 
Railroad Repert for the year ending with September, 
1881, has not yet made its appearance; and to suggest to 
the new Railroad Commission that the early 
publication of their report is one of the many 
practices of the Massachusetts Commission that deserves 
imitation. The Massachusetts report shows an increase of 
less than one per cent. (24 miles) in the railroad mileage of 
the state. The traffic of the Massachusetts roads was less 
affected than that of most other railroads of the country by 
the light crops of 1881. Their passenger traffic was doubt- 
less very considerably increased by the low rates of the 
truok-line railroad war, though there were other causes 


which tended to make it large. It was in fact 
13 per cent. more than the year _ before 
and 26 per cent. more than in 1880. This 


growth of passenger traffic has been the notable feature in 
the business of the Massachusetts railroads since 1879. It 
grew smaller and smaller from 1874 to 1878, when it was 
593 millions of passenger miles. There was then an in- 
crease of 24 millions (4 per cent.) in 1879, of 9% millions (15 
per cent.) in 1880, of 80 millions (1114 per cent.) in 1881, 
and now of 104 millions (13 per cent.) in 1882, when there 
were 892 millions of passenger miles, which is a little more 
than twice the New York Central’s passenger traffic in the 
same year. In freight traffic the increase last year was the 
smallest since 1878 and amouuted to only 49 millions of ton 
miles, or 414 percent. The tonnage mileage was something 
less than one-half the New York Central’s. We may gather 
from this that the passenger traffic plays a much more im- 
portant part on the Massachusetts roads than on most others 
in this country. The New York Central is a great passenger 
road, but its tonnage mileage is nearly six times as great as 
its passenger mileage. The passenger mileage of the Massa- 
chusetts road is but one-tifth Jess than their tonnage mileage. 
Comparing directly, we find 406,000 ton miles and 321,000 
passenger miles per mile of road on the Massachusetts roads, 
and 432,000 passenger miles and 2,394,000 ton miles on the 
New York Central. 

Prosperity in manufacturing industries is reflected by the 
very heavy passenger traffic in Massachusetts of late years. 

The average rate per passenger mile was just 2 cents last 
year, and lower than ever before. It is not the roads with 
the largest through travel that have the lowest average 
rates in Massachusetts. The Boston & Albany last year was 
nearly upto the average with 1.99 cents. per mile ; but the 
Boston & Lowell’s average fare was 1.67 cents, the Fitch- 
burg’s 1.71, the New York, New Haven & Hartford’s 1.81 
cents. Many of the Massachusetts roads have a great 
amount of travel on commutation tickets,and this brings 
down the average rate greatly. Itis less probably than in 
any other state. 

The average freight rate, on the other hand, is unusually 
high in Massachusetts, due to the fact that its freight 
traffic to an unusual extent consists of local traffic 
and short hauls, and also of valuable goods. There 
is no such great mass of coarse freight hauled long dis- 
tances as the grain and provisions brought to New 
York, or the produce brought to Chicago and 
the lumber shipped thence. The through freight as classi- 
fied by the Commission does indeed earn nearly half of the 
total freight earnings, but this, we believe, includes all 
freight interchanged between two roads, a very large part 
of which is purely local freight. The average rate per ton 
per mile was 2.17 cent last year, against 2.21 in 1881 and 
2.50 in 1880. The average in New York in 1880 (it must 
be remembered that we have not the report for 1881 yet, 
not to say 1882) was 0.92 cent. The chief part of the differ- 
ence is doubtless due to the immense through traffic in New 
York, and to local traffic carried in competition with the 
canal. 

There was an increase of earnings from both passengers 
and freight—12 per cent. in passenger and 5 per cent, in 
freight earnings. Of the increase in passenger earnings, 7U 
per cent. was from local passengers, and of the increase in 
freight earnings 94 per cent. was from local freight. 

The gross income from all sources and the expenses in- 
cluding rents were: 

1881-82. 1880-81. 
Receipts............++- $40,846,370 $37,764,396 
Expenses and rents... 29,944,167 27,067,644 2,881,523 10,6 
Balance..........$10,902,203 $10,701,752 $200,451 1.9 

With so large an increase in traffic it was to be expected 
that expenses would increase, but it seems that they in 
creased so much that in spite of an increase of $3,000,000 
and more in earnings the companies had but $200,000 mor- 
profit. The year before also there was a great increase in 
expenses, and it was then $490,000 more than the increase 
in earnings. In the two years since 1880 the Mr.ssachusetts 
railroads have increased their earnings $5,700,000, or 16 
per cent., but their profits notwithstanding have fallen off 


Increase. P. ¢. 
$3,081,974 8.1 
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$290,000. In these two years their funded debt has increased 
$12,740,000 and their capital stock $4,240,000. The income 
on the investment in the roads was last year the smallest 
since 1878. The net income has been the following percent- 
age of the total investment for ten successive years: 


3 Percent.| Year. Per cent. 
USTS 2.20... eseeeee os cecee oe 6.0 7 54 
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It seems then that the Massachusetts railroads have had 
very satisfactory growth of traffic of late years, and also a 
large increase in earnings, rates having fallen somewhat 
but not largely, but that they have been unable to keep up 
the interest formerly earned on the money invested in them 
because of rapidly growing expenses. From 1879 to 1882 
was a period of very great activity and prosperity in Mass- 
chusetts, and the railroads reflect it by an increase of 45 
per cent. in passenger traffic, of 40 per cent. in freight 
traffic, and of 35 per cent. in gross income ; but not by their 
net income, which has increased but 71¢ per cent. Or, 
briefly, in these three years the railroads gained no less 
than $10,500,000 in gross revenue, but only $750,000 in net 
income. The great prosperity of the state and the country 
seems to have been of no use to them. 

The Massachusetts roads, however, are on the average 
more prosperous than those of most other states, or of the 
country as a whole. 


The Hungarian government railroad inspection has given 
notice to the railroad companies that in consequence of the 
delay in a gateman to close a road crossing a carriage had 
come near being run over by atrain, which was, however, 
stopped in time to avoid accident. The gateman was 
arrested and tried for his negiect, and punished by two 
months’ imprisonment and discharge from the service. The 
inspection requests the railroad companies to give notice of 
this punishment to all their watchmen as a warning. 

The Belgian Moniteur Industriel has along contributed 
article advocating the use of paper car wheels, which it says 
were first intrdduced into Europe by Mr. Finkbein on the 
Saarbruck Railroad, who had them made in Germany about 
a year ago, since which time they have been adopted by the 
Berlin & Anhalt Railroad, which has modified the form 
somewhat, and has them manufactured at Krupp’s steel 
works. ‘This writer thinks these wheels will be particularly 
valuable on roads with iron ties, of which there are now in 
Germany abont 1,180 miles. 





The Prussian Military Railroad, extending from Berlin to 
some artillery practice grounds, 284 miles, and worked by 
the Army Railroad Corps, naturally is not a very profitable 
enterprise. In its last fiscal year it carried 73,564 passen- 
gers, of whom 60,868 were soliders carried free of charge; 
and 48,197 tons of freight, 26,587 tons of which was for the 
service and did not pay. Its gross earnings were $1,818 for 
passengers, $4,634 from freight, and $55,773 from “other 
sources ”—altogether about $2,130 per mile of road. The 
working expenses were $57,018, and $1,955 per mile; so 
that in spite of its doing most of its work without pay there 
was a balance of $175 net earnings per mile. 

The German Railroad Union has had to modify somewhat 
its regulations by reason of the great weight of the enlarged 
Prussian state railroad system. There was a conference 
last November at which modifications of the regulations 
governing passenger traffic were made. Concerning children 
it was determined that those under four years of age should 
be carried free if a seat is not required for them, that from 
4 to 10 years cbildren shall be carried at reduced fares, but 
the reduction is not fixed for all the roads in the Union 
except that two children under 10 will becarried on one 
full ticket. Full rates will be charged for children of 10 
and over. These regulations are to be applied to round-trip, 
tourist and coupon-book tickets. 

A German journal, devoted to ‘‘mechanics, optics and 
electro-technics,” says: There are now in Europe the follow- 
ing electrical railroads: Berlin & Lichterfeld, 114 miles; 
Charlottenburg & Spandau, 1.4 miles (closed now for 
repairs); Landvoort & Kostverloren (in Holland), 114 miles; 
Bush to Bushhaven (north of Ireland), 614 miles; at the 
Royal Coal mines, near Zanckerode, in Saxony, 0.4 miles. 
The latter is inacoal mine, some 600 ft. under ground. 
The locomotive is but 32 in. wide, and weighs 3,300 Ibs. 
It hauls 10 cars, carrying 8 tons of coal, each at a speed of 
about 10 ft. per second (less then seven miles an hour). 
This engine is worked from 4 in the morning till 11 at night 
and is said to give excellent satisfaction. The same journal 
gives a list of the electric railroads now under construction, 
or to be constructed, in which very little trust can be placed, 
as it evidently includes some lines which have simply been 
proposed. It gives onea mile and more long in St. Louis, 
and one out of New York, 50 miles long. 





The Austro-Hungarian railroads are united in an associa- 
tion which meets out of a common fund the payments for 
persons killed and injured by accident. The assessments for 
this purpose are in proportion to passenger mileage and pas- 
senger car mileage. By this arrangement no company 
suffers an immense loss in any one year, which in the case 
of the small railroads might take all their net earnings, or 
more. A single accident in this country has cost more than 
$600,000. If it had happened on a road ten or twenty 





miles long, it might easily have bankrupted it. Indeed, we 
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believe the Staten Island Railroad was bankrupted by the 
explosion of the Westfield, some years ago. But there is the 
great objection to such a mutual insurance association that 
the careful companies which provide themselves with all the 
safety appliances suffer as much as the most careless, and 
the very great effect of the ccstliness of accidents in causing 
efforts to avoid them is almost lost. Such an association 
should at least have rigid rules against accepting bad risks, 
and maintain a rigid inspection of the management as well 
as the condition of the railroads which it accepts as mem- 
bers. In a country where construction and management 
are largely prescribed by law, and are to some extent uni- 
form, there might be little objection to such an organiza- 
tion ; but in this country the differences are so great that 
we could hardly expect the best managed and equipped 
roads to share equally the risks on the worst lines, and if 
they did it would probably be an obstacle to further im- 
provement. 





The Austrian Mivister of Trade has had prepared by the 
Government Sanitary Council a body of regulations for life 
saving on railroads, and a guide to first help to the injured 
by railroad accidents before the arrival of a physician, and 
bas sent them to the several railroad companies for examin- 
ation and suggestions. It is provided in the first document, 
that every conductor shall be provided with a leather case 
of bandages; that there shall be a litter at every station and 
half-way between such stations as are more than nine miles 
apart; that at every station shall: be kept a small case of 
surgical instruments, of specified kinds; thata larger supply 
of instruments and bandages shall be kept at stations 50 to 
60 miles apart, where there are reserve locomotives, which 
locomotives are to pick up the cars and litters on the way to 
an accident. Still more complete provision is to be made at 
important stations where there are many employés. For 
every 250 or 300 miles of road, at an engine-house, there 
must be an hospital car, of a specified pattern (used for 
carrying sick and wounded in time of war). A new bell 
signal is prescribed, by which an accident, in which any 
person is injured, will be signalled from the nearest watch- 
man’s box (which are not very far apart on the Continental 
roads) to the next station, giving also the number injured. 

The guide to first aid to the injured prescribes how the 
employés or others shall carry the victims of accidents, how 
place them, treat their wounds, apply bandages, transport 
them in the cars, and what todo in case of sudden illness, 
etc. The regulations would seem as if calculated for an 
army in the field, and for a country hardly inhabited and 
without physicians. There is, however, good reason why 
every man should know what to do with the victims of 
accidents, as half a minute may make the difference between 
life and death; and if other men, then railroad men much 
more, especially trainmen, track men and station men. 





There will be in the winter semester of the universities of 
Berlin, Breslau and Berlin courses of lectures on the principal 
branches of railroading, the scope of which is summarized 
as follows in the Archiv fiir Eisenbahnwesen, a periodical 
issued by the Prussian Ministry of Public Works: 

1. The theory of railroad operation, that is the theory of 
the rules and regulations according to which the working of 
a railroad is effected. In this course comes the description 
rolling stock, and the parts thereof, as axles, wheels, springs, 
draw gears, buffers, brakes, etc. Also the construction of 
road and its appliances, and the other fixtures required. 
With regard to the operation of railroads, the lectures are 
to cover the train and station service, how trains are made 
up in compliance with the road and operating regula- 
tions of the German Empire, and the methods of 
switching, the principles which govern the making 
of time tables, signalling and signal apparatus and 
the duties of the different classes of train-men, track men, 
etc. 

Another course of lectures is devoted to the science of rail- 
road administration—that is, instruction in the rules and 
regulations for the management of railroads. This includes 
the whole of the arrangements for the economic and finan- 
cial utilization of the railroads, the organization of the de- 
partments, their functions, and all the apparatus by which 
they fulfill their object. In this course are treated such sub- 
jects as the development of traffic, the fixing of rates and 
fares, the selection cf employés, and the means of training 
them, fixing wages, etc. Here to are treated the purchase, 
inspection, keeping and giving outof stores; also railroad 
statistics, the receiving, shipping and delivery of freight, 

The third ccurse is to be on railroad law. 

The fourth course has for its subject railroad transporta- 
tion in its relations to the community, considered as a branch 
of political economy. 


The opening of the railroads from Tiflis to the Caspian 
Sea at Baku was announced by the Russian Government to 
take place on the Ist of January last. This road, which is 
346 miles long, completes a line from the Black to the 
Caspian Sea parallel with and in the valley just south of the 
Caucasus and almost within sight of Mount Ararat, and 
along the river of Cyrus. From the Black sea at Poti to 
Tiflis, about 180 miles, the road has been open about 12 
years, and was a most important means of communication 
during the late war with Turkey. For this country the 
road may have greater importance than other Russian 
roads from the fact that the terminus on the Caspian is in the 
Russian petroleum district, to which it will give an outlet. 
The distance to the Black Sea is but little further than from 
our oil regions to New York; and vessels loading at Poti 
can carry to all European ports, and to Mediterranean ports 
the distance is much less than from this country. If the 
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Russian petroleum was as good as ours and as cheaply ob- 
tained and refined, we should expect a sharp competition at 
once, It is, however, a heavier oil, apparently more like 
our West Virginia oil, and yields a smaller propogtion of il- 
luminating oil. It is, however,said to be exceptionally good 
for lubrication, and as such already to compete with Ameri- 
can oi] throughout Europe. Heretofore it has been shipped 
across the Caspian and up the Volga toa railroad, and car- 
ried thence a great distance by rail. This route is favorable 
for supplying a great part of Russia, but to Western Europe 
is very costly. 

News from Vienna sent to a Berlin paper in the last week 
of last year says that the leading Russian petroleum pro- 
ducing compauy was then making great efforts to secure 
favorable arrangements with the railroads in Austria for 
carrying its oil to Western Europe. It was then negotiating 
with the roads between Warsaw and Vienna for carrying 
the oil in tankcars, and the writer says that the Russian 
petroleum has already driven the American almost entirely 
out of St. Petersburg, Reval and Riga (all Baltic ports) and 
Warsaw, as well as Northern and Southwestern Russia. 

The new railroad, might, it wonld seem, become a favorite 
route for tourists who wish to get out of the beaten track 
and see strange peoples and places, and approach the cradle 
of European nations, without great expenditure of time or 
money. The railroad has as yet no railroad connections, 
but Poti should be easily accessible by steamboat from Con- 
stantinople or Russian Black Sea ports, and doubtless will 
be if anyone wants to go there. It is about 700 miles from 
Constantinople or Odessa. 


Record of New Railroad Construction. 








This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Georgia Pacific.—Extended from Millport, Ala., eastward 
{5 miles. 

Kansas City, Springfield d& Memphis.—Extended south- 
west to West Plains, Mo., 42 miles. 

Minnesota Central.—Extended east to Red Wing, Minn., 
10 miles. 

N itchez, Red River d& Texas.—Extended from Lake Con- 
cordia, La., west 2 miles. 

Oregon & California.—Completed to a point fifty-four 
miles south of Roseburg, Or,, an extension of 13 miles, 

Toledo, Cincinnati & St. Louis.—The Southeastern Divis- 
ion is extended southward to Centre, O., 2114 miles. 

Toledo & Indianapolis.—Extended south to Findlay, O., 
33 miles. . 

This is a total of 13644 miles, making 10,465 miles so far 
reported for 1882. 

New track is reported laid in the present year as follows: 

Galveston, Harrisburg & San Antonio.—Completed by 
laying 10 miles of track near Pecos Crossing, Texas. 

Georgia Pacific.—Track laid to a point fourteen miles 
east from Anniston, Ala., an extension (this year) of 4 miles; 
aiso extended east to Fayette Court House, Ala., 5 miles. 

Cincinnati & Eastern.—Extended from Peebles, O., east 
to Plum kun, 24 miles. 

This is a total of 2114 miles, making 2314 miles thus far 
reported for 1883, against 8 miles reported at the corres- 
ponding time in 1882, and 25 milesin 1881. 








Cuicaco Rar SHIPMENTS Eastwarp for the week end- 
jug Jan 7 for four successive years have been : 

1880. 1881. 1882. 1883. 
40,238 67,426 55,189 §?:00 

The shipments this year were thus 19g per cent. more 
than last year, 214 per cent. less than in 1881, and 64 per cent. 
more than in 1880. The shipments of this week were the 
largest of the whole winter in 1880. 

Of the'shipments of this week this year 9.6 per cent. went 
by the Chicago & Grand Trunk 32.1 by the Michigan 
Central , 20.1 by the Lake Shore; 1.6 by the Fort Wayne; 
10.4 by tbe Pan-handle, and 11.8 by the Baltimore & Ohio. 
The two Vanderbilt roads thus had 52.2 per cent. of the 
whole, against the 4514 to which they are entitled in the 
pool, and the two Pennsylvania roads had 26.4, against 
851g in the pools. These roads are rapidly working off 
their * over ” and ‘‘ short ” accounts 

For seven successive weeks the Chicago shipments have 
been, in tons: 

Nov. 21. Nov. 30. Dec. 7. Dec.14. Dee.21. D2e.30. Jan. 7. 
50,401 57,206 §=23,576 49,335 60,294 73,330 65,900 

With the exception of the last week of December, the 
shipments last week were the largest since the second week 
of February. For the next four weeks, however, the com- 
parisons will be with a period when the shipments last year 
were the largest ever made—from 70,000 to 80,000 tons 
every week, carried at rates which must have caused a loss 
to the railroads. The earnings from the shipments this 
year in the first week of January must have been about at 
the rate of $287 for every $100 last year, every $342 in 
1881 and $233 in 1880, 

For the week ending Jan. 13 the shipments billed at 
Chicago (not including those billed froin pvints west passing 
through Chicago) were 67,544 tons this year, against 
55,956 tous in the corresponding week of this year, and 
58,719 tons in the previous week of this year. The ship- 
ments last week were, we believe, the largest ever billed in 
one week at Chicago, but the total shipments may not have 
been large iz proportion. The total shipments last year 
were 14,738 tons more than those billed at Chicago ; and if 
they exceeded them by the same amount this year, then 
they were about 82,300 tons. The largest heretofore 
have been 80,525 tons in the week ending Jan. 28, 
1882; 81,660 in the week ending June 25, 1881 (the 





first week of the railroad war), and 87,690 in the week to 
March 27, 1880. It now seems possible that the shipments 
will be as large this January as last year, when they were 
larger than in any other month in the history of the traffic. 

Last year, however, the heavy traffic was carred entirely 
without profit ; this year the receipt per ton shipped is 
perhaps three times as great 

While the total increase in total shipments over last year 
was 11,558 tons, there was a decrease of 1,830 tons in 
provisions, an increase of 8,326 in grain, and an increase 
of 5,062 tonsin flour. This year 60 per cent. of the ship- 
ments was grain and 20 per cent. flour ; last year 5814 per 
cent. was grain and 15 flour. The two Vanderbilt roads 
last week carried 5114 per cent. of flour and 56 per cent. 
of the grain, but only 37 per cent. of the provisions ; tle 
two Pennsylvania roads, on the other hand, carried 40 per 
cent. of the provisions and 4084 of the flour, but less than 
17 per cent. of the grain. 








THE NEw YorRK RaILRoAD COMMISSIONERS appointed by 
the Governor all have to prove their capacity for their 
positions; though, as they could not have had experience in 
the work of the office, perhaps that was to be expected. 
None of them is known as a student of the public side of 
railroad affairs. The nomination of Mr. O’Donnell was made 
for the Governor by the terms of the law. The experienced 
railroad man is Mr. Wm. E. Rogers, whose experience is 
exclusively in the location of railroads, we believe, his last 
and most important work being the location of the New 
York, Lackawanna & Western Railroad. He is a West 
Point graduate, and formerly an officer of the Corps of 
Engineers, which are pretty good certificates of intelligence, 
capacity and integrity. He is not known in politics, but is 
a son-in-law of Hon. Hamilton Fish, late Secretary of State. 

The Democratic member of the Commission is a son of 
ex-Senator Kernan, and, though a young man, is regarded 
where he is known as a lawyer of excellent ability; and a 
lawyer of ability—and preferably a young man with a 
reputation to make—is needed on such a board. 

It is, however, a misfortune that the Commission should 
not have a member familiar with traffic, rates and rate- 
making. If it is like other railroad commissions, the most of 
the work which comes before it in which the public will 
take an active interest will involve these questions, and the 
board is likely at any time to be sitting as a court to give 
judgments in cases the laws of which are unknown to its mem- 
bers as to nearly every one else in the community except a very 
small class of railroad men. To the study of these questions 
and of the laws governing them we may expect them to 
devote themselves faithfully. The powers of the board are 
chiefly confined to investigating and recommending, but 
these have been shown to be very effective when wielded by 
men capable of forming judgments on the questions inves- 
tigated, and explaining them intelligibly to the public. 
When such a body deliberately says and clearly shows that 
a policy complained of is unjust or unreasonable, scarcely 
any railroad management will dare to persist in it; it may 
not be convinced, and it may care little for the Commission 
as such, and have no regard for the rights of the community ; 
but it will have much regard for the power of the 
community, aud a wholesome fear that it will be exercised 
when its duly appointed agents, of approved capacity and 
integrity, after full investigation, report that a serious evil 
needs to be remedied. Of course, if the Commission does not 
make a reputation for thorough knowledge of the questions 
which it discusses and judicial fairness, its recommendations 
will not carry much weight; but then they ought not to. It 
is likely to be fully as influential as it deserves to be, and 
rather more so. That is, the public will not be able to judge 
very well of the intelligence of the Commission’s judgments 
and recommendations, but will be strongly inclined to adopt 
and enforce them if the members evidently aim at doing 
justice. 








NEW PUBLICATIONS. 





Report of Proceedings of the Fifteenth Annual Conven- 
tion of the American Railway Master Mechanics’ Associa- 
tion. —The report of the last year’s convention has just been 
received. It contains reports of committees on boiler con- 
struction, Experiments with a Wootten Fire-box, a paper 
on the Joy Valve Gear and Webb’s Compound Locomotive 
by Mr. Joy, one on Safety Attachments to Locomotive 
Boilers, reports on Side-Rods; New Plans of Construction 
and Improvement of Locomotive Engines, the Best Method 
of offering Premiums to Engineers and Firemen to lnduce 
Economy in the Running of Locomotive Engines, Standard 
Iron Gauge, a paper on the American Fast Express Loco- 
motive, and memoirs of A. L. Holley, Wm. Rushton, H. E. 
Woods and Wm S. Hudson. There are also discussions on 
nearly all the reports, all of them of more or less interest. 

Statistics.—‘‘ Railroads, grain and produce, cotton, 
petroleum, mining dividends and production,” are subjects 
covered by this little book, which is issued yearly at this 
season by the Daily Graphic, a journal which makes 
frequent and good use of statistics, in its commercial and 
financial columns. By far the larger part of the volume is 
taken up with railroad statistics, forming a sort of minia- 
ture Poor’s Manual. The data given usually include mileage 
and equipment, stocks and bonds (usually each issue sepa- 
rately), gross and net earnings, fixed charges and the sur- 
plus over fixed charges ; and the figures for earnings, etc., 
are usually given for from two to five years. Issued at this 
season it is able to give for many companies figures for a 
year later than could be obtained for Poor’s Manual, includ- 
ing the Chicago & Northwestern, the Louisville & Nash 
ville, the New York Central, the Erie, and most of the 
Massachusetts roads. The roads are arranged alphabeti- 


cally, the volume is small and easily bandled and referred 
to, aud its bright pink cover makes it conspicuous in any 
wilderness of papers and pampblets on an office table, and 
it costs but a very small] sum. 


Die Eisenbahn (The Railroad) a small weekly paper pub- 
lished in Switzerland for several years past, but most of the 
time not so much devoted to railroads as to general 
engineering. and especially to architecture, appears here- 
after as the Schweizerische Bauzeitung, with contents about 
the same as heretofore. The journal is and has been the 
organ of the Swiss Society of Engineers and Architects. 
and of the Zurich Polytechnikum Alumni Association, and 
bas much of interest to engineers and architects, and of 
course to old Zurich students, of whom there is a sprinkling 
in this country. The publisher is A. Waldner, Zurich. 


School of the Railroad Service we might call the German 
work of Brosius and Koch entitled Die Schule fiir den ausseren 
Eisenbahn Bet, ieb, the third part of which, completing the 
work, has just been received by Gustav Stechert, No. 766 
Broadway, New York. The work is intended to givea 
summary of what every railroad man ought to know, and 
treats of all departments except office service—of road, 
locomotives and cars, road service, train and station service 
—of course all calculated for the service as it exists in Ger- 
many, and referring constantly to the government regula- 
tions there in force, and those of the German Railroad 
Union. Probably nowhere else can a better general idea 
be obtained of German methods of construction and opera- 
tion. The authors are well known by a work for locomotive 
men, in character something like Forney’s ‘‘ Catechism of 
the Locomotive,” which has been very popular in Germany, 
and has been translated into French, Italian and Polish. 
Their success with that book gives confidence that they have 
adequately treated this new work. 





The Relations of the Pennsylvania Ra'lroad Com- 
pany toOther Organizations in which it holds ai in- 
terest. 





One of the most interesting features in a railroad organ- 
ization is its method of extension to those companies and 
lines over which it obtains control. Capability of develop- 
ment is in this way tested as in noother. Direct control is 
probably the simplest and most economical method of opera- 
ting a small road; but direct control by one head issuing 
orders for all the various operations of a road finds its limits 
tested by economy merely. It is often forgotten that ca- 
pacity for future growth is obtained only at some immedi- 
ateloss. Without some division and sub-division of author- 
ity there is no loss to the future, and as exists in all 
organized bodies fur reproduction, and there is little power 
of growth sacrificed to future efficiency. Organization of 
any kind looks forward to a future of continued action and 
to emergencies. 

The strength and soundness of the principles on which the 
Pennsylvania Railroad was organized have been fully 
tested in its method of control over lines which it, in fact, 
may be said to have made part of its system. Of the lines 
east of Pittsburgh, the Northern Central alone will be 
spoken of in detail. 

THE NORTHERN CENTRAL RAILROAD COMPANY. 

This company is a distinct and separate organization 
united to the Pennsylvania Railroad Company by control 
of offices by persons holding similar positions in both com- 
panies. Its President, its General Manager, General Super- 
intendent of Motive Power, its Chief Engineer, its General 
and Assistant Solicitors, its General Freight and Passenger 
Agents, are the same persons filling like offices on the Penn- 
sylvania Railroad. Other offices in the organization are 
filled by gentlemen baving no connection with the Pennsyl- 
vania Railroad Company, as that of Auditor, Cashier, Pur- 
chasing-Agent, Secretary, General Superintendent, Super- 
iatendent of Motive Power, and other operating offices; 
although one division has a Superintendent who is also a 
General Superintendent of the Pennsylvania Railroad 
(Philadelphia & Erie Division). Throughout the road the 
standards and methods used on the Pennsylvania Railroad 
are adopted, and there is the same system of accounts; but 
all the relations of account between the two roads are in 
every respect the same as between the Pennsylvania Rail- 
road and any foreign road. Bills are rendered and paid by 
draft on the Treasurer of the debtor road. Some of the 
directors of the Pennsylvania Railroad Company are also 
members of the board of directors of the Northern Central, 
which holds its meetings in Baltimore. The Vice President 
of the Pennsylvania Railroad Company controlling its 
transportation passenger and freight depurtments is also 
Vice-President of the Northern Central; but except as 
regards oversight of moneys expended by the Pennsy zania 
Railroad Company for the benefit of the Northern Central, 
the other Vice-Presidents of the former company have no 
relations with the latter. 

Nevertheless it will be seen that in fact the Pennsylvania 
Railroad Company entirely and in every respect controls 
the Northern Central, although with full respect to its 
individuality, and, it should be added, under the sanction of 
a separate board of directors. 

The organization of the Baltimore & Potomac Railroad 
Company is very nearly a duplicate of the Northern 
Central’s as to all important facts. The same is true, 
although to a less extent, of the Philadelphla, Wilmington 
& Baltimore Railroad Company, which, however, retains 
its former President. 

THE PENNSYLVANIA COMPANY. 


The lines and properties controlled by the Pennsylvania 





Railroad Company west of Pittsburgh furnish a new set of 











46 


THE RAILROAD GAZETTE. 


JANUARY 19, 1888 








facts which are met by a new adaptation of the principles 
of the parent organization. 


Distance, from its locality, is itself an important fact 
affecting the control of any system or portion of system by 
a central authority. When the Pennsylvania Railroad 
Company has acquired control of the more important lines 
forming the northwest and southwest systems (into which 
the lines west of Pittsburgh are divided) it was found 
necessary for this and other reasons to have a separate 
organization. In 1870, the Pennsylvania Company 
was formed, and to it the Pennsylvania Railroad Company 
transferred its interests ‘‘owned, controlled and operated” 
in lines and properties west of Pittsburgh, although the 
Pittsburgh, Cincinnati & St. Louis Railway Company con- 
tinued as a distinct organization in which the Pennsylvania 
Company holds a controlling interest. In return for this 
transfer the Pennsylvania Railroad Company received stock 
of the Pennsylvania Company. Here we have a triple set 
of organizations, united to each other, so far as personal 
control is concerned, only by directors who hold office in 
both companies and by the President of the Pennsylvania 
Railroad Company, who is also President of the Pennsyl- 
vania Company and of the Pittsburgh, Cincinnati & St. 
Louis Railway Company. The offices of First, Second and 
Third Vice-Presidents and of Assistant Controller, of Secre- 
tary, Assistant Secretary, Geueral Counsel, Assistant 
Counsel, General and Assistant Passenger and Ticket Agent 
and Purchasing Agent are held by the same persons in both 
the Pennsylvania Company and in the Pittsburgh, Cinci- 
natti and St. Louis Railway Company. In general, each 
system is operated by the methods in use on the Pennsyl- 
vania Railroad; but the facts of the road make it necessary, 
or at least wise, that these methods should be extended 
gradually. There are legal difficulties in the way of an 
organic union of the two systems, and so extensive a net- 
work of lines has been found to require time for any practi- 
cal amalgamation. Althougb, therefore, the original 
organization common to both provided for a General 
Manager who should be the same person for each; it has 
been found more convenient to leave this office vacant and 
place the operation and maintenance of each system under 
the control of a Manager responsible to the first Vice- 
President. The Manager of each system has a Chief Engi- 
neer and a Superintendent of Motive Power, who form his 
staff. There are no general superintendents, division 
superintendents being responsible directly to the Manager. 
Each division superintendent has an ‘engineer of mainte- 
nance of way, under whom are supervisors. The Chief 
Engineer is strictly a staff officer of the Manager, and has 
no control over the division superintendents. In practice, 
however, there is a relation between this officer and the 
superintendents as regards road and engineering matters, 
which we are inclined to regard as theoretically the best 
solution of the problem involved in the distribution of 
responsibility and control of over maintenance of way. 

There is no doubt that a road may be successfully man- 
aged by a variety of methods of distributing authority, 
especially as regards road-bed; if, however, the organiza- 
tion be looked at from the standpoint of emergency involv- 
ing persons and personal relations of all kinds, it must be 
judged by the principles involved; for in time these princi- 
ples will surely bear fruit of one kind or another. 

One of the soundest principles of organization of human 
beings for any purpose is that control and responsibility 
must go together; and if the superintendent of a division is 
to be made responsible for its expense as well as its con- 
dition, he must control both, and whatever is necessary 
thereto—speaking in a general way. 

If the road be divided into an engineering and a transpor- 
tation department with a separate control for each, this 
cannot be possible. It is possible, but only to a degree, if 
the officers of maintenance of way on a division are placed 
under the control of the division superintendent, but subject 
through him tothe orders of the engineering department; 
nevertheless even here we have a certain separation of con- 
trol and responsibility. If, however, as well, the Chief 
Engineer be a staff officer of the Manager, and division 
superintendents be required to advise with him on all im- 
portant matters connected with the road, the benefit of bis 
knowledge and experience may be obtained without division 
of responsibility as to expenses and as to supreme control. 
It should be noted that we are looking at the matter in the 
light of possible difficulties and supposing a given end; prac- 
tically as we have said, individusl roads are worked success- 
fully on a variety of plans. The accounts of both companies 
are kept on a system which has already been described in 
the Railroad Gazette. Tothe First Vice-President (as to 
the Second Vice-President of the Pennsylvania Railroad) are 
responsible, both the departments making rates and the 
departments controlling transportation; and, as in the 
parent organization, the accounting department is inde- 
pendent, finding its head in a Vice-President. The Pur- 
chasing Agent is responsible to each Manager, and does not 
report to a committee on supplies as in the Pennsylvania 
Railroad and Northern Central organizations. The board 
of directors of the Pennsylvania Company as individuals 
would find it difficult to meet on call at Pittsburgh; some 
system of control which should be intermediate between the 
board (including the President, also resident at a distance) 
was found to be necessary; and here the difficulty was met 
by the formal recognition of a principle, informally every- 
where existing in the Pennsylvania Railroad organization, 
and from which arises that wisdom of action which seems 
personal, but is always co-operative. There are two commit- 
tees of five formed by the same persons, the First-Vice- 
President being chairman of the Executive Committee, the 
Second Vice-President of the Finance Committee. These 


committees are composed of the three Vice-Presidents and 
two other members of the boards of the two companies 
(Pennsylvania Company and the Pittsburgh, Cincinnati & 
St. Louis Company), and act as a board of control over all 
officers and in all affairs as representatives of the President 
and the board. In fact, however, as will be seen by the 
list, this control is a formal method of organizing the co- 
operative strength and wisdom of ths immediate executive 
officers and securing its influence upon the acts of each. Of 
these committees, and always in ascendancy, the President 
of the entire system of the Pennsylvania Railroad Com- 
pany is ex officio a member. ‘ 

If the policy of immediate control by one head was the 
organic principle of the Pennsylvania Railroad, it is easy 
to see that the extension of this principle to so large a sys- 
tem as that west of Pittsburgh might result in two presi- 
dents, one at Pittsburgh, as well as one at Philadelphia. 
But the fundamental principle being organization and cor- 
poration, a control at Pittsburgh becomes possible, wise 
and efficient, but not personal. 

The little Allegheny Valley Railroad offers an example of 
a still different type of control. Nearly all of its board of 
managers are Officers of the Pennsylvania Railroad; and 
have an active influence through the President of the board. 
The road, however, retains not only its individuality, but 
except in certain features of the road-bed and track, is not 
conformed to Pennsylvania standards. Nevertheless, as we 
have indicated, its policy is determined by the Pennsylvania 
Raiiroad, which thus by methods adopted to each set of 
facts extends its influence as an organization throughout one 
of the most, if not the most, extensive railroad system of 
the world. 


Recommendations of the Minnesota Railroad Com- 
missioner. 


The following is a summary of the recommendations of 
Commissioner Baker in his annual report recently issued: 


First—The establishing of a Board of Railroad Commis- 
sioners for the consideration of such grave questions as are 
in their nature too important to be left to the judgment of 
any one man, the Governor and the Auditor of State ex 
officio, together with the Railroad Commissioners, to con- 
stitute for the present such commission. 


Second—That any recommendation,in writing, by such 
Commission, or a majority of them, shall be deemed prima 
facie a fair determination of tbe matter to which it relates 
by the companies operating railroads, by the courts of the 
state, and any other party interested. 

Third—That the Legislature, under certain conditions, 
shall prescribe rules by which maximum rates shall be 
established. 

Fourth—That telegraph and telephone companies be 
placed under the surveillance of the Railroad Commissioner, 
as in Ohio, and in like manner as railway companies; and 
that such company be taxed on a basis of gross income, in- 
stead of property valuation. 

Fifth—That street-car companies be required to report all 
their business and condition, as in Massachusetts and New 
York, except as to taxes, which should be local. 

Sixth—That railway sleeping-car companies, not now re- 
porting and wholly untaxed, be required to report to the 
Commissioner, and to pay taxes on a basis of gloss earn- 
ings. 

Seventh—That railway companies, in the matter of fur- 
nisbing cars to shippers, shall not favor elevator companies 
to the exclusion of other persons, but shall perform all thew 
duties as common carriers without discrimination. 

EKighth—That the public convenience requires a new com- 
pilation of all laws relating to all railways, the same to be 
issued under the supervision of the Commissioner, the Eger- 
ton compilation being now out of date. 

Ninth—That elevator companies be required to report the 
amount and quality of grain received and shipped to this 
office for statistical purposes. 

Tenth —That all stock-yard and transit companies be re- 
quired to report their receipts and shipments of stock to this 
office for statistical purposes. 

Eleventh—That iu general more power be conferred upon 
the Commissioner’s office for the enforcement of all laws and 
regulations affecting railways. 

‘welfth—That the use of intoxicating drinks by railway 
emplovés be prohibited by law, as in Michigan; this is a po- 
lice regulation. 

Thirteenth—That all public records touching railway mat- 
ters be henceforth kept in the office of the ilroad Com- 
missioner, 

Fourteenth—That more stringent penalties be provided 
compelling railway companies to report to this office with 
greater promptness, 

Fifteenth—That adequate provisions be made by which 
this office can examine into and fix the responsibility for ac- 
cidents resulting in personal injury or loss of life. 

Sixteenth—That railway companies shall so keep their 
books as to correctly show the amount of busine3s done and 
expenditures made on that portion of their lines operated 
in the state. 

Seventeenth—That the Commissioner be authorized to pre- 
pare an Official railway map of the state, to accompany the 
annual report. 

Eighteenth—That railway companies be required to give 
greater publicity (o tariff rates; and that no important or 
violent changes in rates shall be made without due notice to 
the public through the office of the Railroad Commissioner. 

Nineteenth—That more adequate protection against snow 
blockades be provided. 

Twentieth—That certain existing provisions of the law 
— work a hardship in trials for personal injury be rem- 
edied. 

Twenty-first—That no consolidation of railway corpora- 
tions shall take place by authority of law until such pro- 
posed consolidation shall have been submitted to and re- 
ceived the approval of the Board of Railway Commissioners. 

Twenty-second—That if ‘‘pooling” is to exist in the state 
it should be regulated by law so that local interests may not 
be burdened with alleged losses at competitive points. 

Twenty-third—That railway companies shall not have the 
exclusive power to determine the size and location of eleva- 
tors or other grain warehouses, and shall place no restric- 
tion upon shippers; and, in a contest between an individual 
and a company on this point, the Railway Commissioners 
shall decide. 

Twenty-fourth—That such proper clerical force be author- 
ized for this office as will not only enable it to transact the 
business now actually pressing, but to supply it with ade- 
quate force to reorganize the office upon a basis commensu- 





rate with its increasing duties and responsibilities. 


Struggles to Extend the Harlem Railroad Forty Year 
Ago. 


The following, taken from the New World, Park Benja- 
min, editor, New York, Nov. 4, 1843, p. 549, will indicate 
the effort required 40 years ago to build a few miles of rail. 
road : 


HARLEM RAILROAD.—The condition and affairs of this 
road have been, and still continue to be, the subject of con- 
siderable discussion, as well among individuals as in the 
columns of the daily press. We have hitherto refrained 
from the expression of an opinion, either pro or con, in re- 
gard to it, not because we have not felt an interest, but 
because a press of other matter has occupied our time and 
space. Nor should we have broached upon it had we not 
listened to the tirades of malicious abuse which have assailed 
our ears, from a writer in one of the morning papers, ‘ until 
forbearance has ceased to be a virtue.” 

In a recent article, he has the following: ‘‘ We learn that 
this concern is making a desperate effort to construct their 
railroad up to ‘Tuckahoe factory, mainly by loans from 
Westchester, with the promise ot extending to White Plains, 
and thus to bubble up the stock. * * If we are correctly 
informed, they have applied to self-interest, and to local 
feelings, to induce the owner of another large marble quarry 
to extend the road to Tuckahoe, mainly on its subscriptions; 
but the road to be built in a ‘make-shift manner,’ and not in 
conformity to the advice of engineers of intelligence and 
capacity that have been consulted on the subject.” 

An effort has been made to extend the road to Tuckahoe 
factory; and as an evidence of the probability of its success, 
we would state that the contractors, whom the company 
bave employed, ‘‘ broke ground ” for the extension on Mon 
day morning, the 30th ult.; and further, that the company 
are now 1n possession of ample means and resources to finish, 
without delay, the contemplated improvement, and this, too, 
not “mainly by loans in Westchester,” but from the volun- 
tary contributions of a great number of stock-holders, both 
in this city and in Westchester. 

That there was anything ‘‘ desperate” in the character of 
the effort, is most unqualifiedly talse. So much was it of 
an opposite nature, that the “bulls” and * bears,” as they 
are denominated, who have speculated in the stock of the 
company, were totally unaware of its having been made 
until the arrangements had all been completed, and opera- 
tions had actuaily beeu commenced. 

So far as an appeal to ‘‘self-interest” and local feelings is 
concerned, our contemporary has been ‘‘correctly informed ;” 
for itis from no other motives tbat the parties either in 
Westchester or in New York have been desired to act. But 
they have required no appeal, no urging to participate in an 
undertaking which was so clearly designed for the interest 
and advantage of all concerned. So far from any one indi- 
vidual having been the principal contributor toward the 
present extension, a degree of rivalry has been manifested 
by the residents in the vicinity in the assistance which they 
have afforded, 

The proposed extension is under contract at an expense 
much less than that of the portion of the road now completed; 
but this fact does not leave the influence that it is to be con- 
structed in a manner not equally subsiantial, as well as 
of equal capacity and durability. On the contrary, it 
speaks loudly for the shrewduess and good management of 
those to whom the negotiation of the contract was confided, 
and indicates clearly that the extravagance and recklessness 
which have heretofore characterized the management of the 
road havebeen thoroughly reformed, 

As regards the character and objects of those whose man- 
agement the road is now under touch has been said, and a 
great deal of unnecessary doubt and anxiety has been the 
consequence. In respect to the former, they are men who 
for intelligence, business capacity and shrewdness are unsur- 
passed in this community; men to whom the interests and 
affairs of the road can be committed with the most implicit 
confidence; and, in respect to the latter, we have no hesita- 
tion in saying that their object is solely to promote their 
own interests, and of consequence those of the company over 
which they preside as directors, for it is clear to an impar- 
tial observer that itisonly by good management and the 
strictest regard to economy that the stockholders can re- 
alize the expectations which they have been led to awaken, 
and as the directors are, some of them, if not all, the largest 
stockholders, it is fair to conclude that as rational men they 
will adopt such a course as is best calc1lated to result to their 
advantage. 

As to the probability of the road receiving an additional 
amount of patronage more than commensurate with the ex- 
pense of completing the extension to White Plains there can 
be no question. It will at once afford asafe and speedy 
means of communication between a large tract of the most 
fertile and productive land, and one of the best markets for 
those products in the United States. In addition to the im- 
mense amount of freight which this communication will 
give the 1oad, there would also be a like increase in-the 
amount of travel over it, both for pleasure and business, 
which would, of course, produce a proportionate increase in 
the receipts without materially adding to the expense of 
transportation. 

We can attribute the opposition of the writer, to whom we 
have before alluded, to no other motives than that of a de- 
sire either to gratify his own prejudice or that for the per- 
son for whom he writes, as we have never been able to de- 
tect in his articles avy one attribute of an argument; on the 
contrary, they have always been ‘‘ mainly” characterized 
by nothing but insinuations, without foundation, and abuse 
without cause. 


Legislation. 


The new Governor of Kansas, in his message to the Legis- 
lature, complains that the consolidation of railroads in that 
state has been to the detriment of the public, and that since 
it has been effected there has been a growing antagonism 
between the railroads and the public. The railroads, he 
says, ‘Shave used the state and its resources to the detriment 
and injury of its agricultural, commercial and manufactur- 
ing interests.” Rates, he says, are so high thatif main- 
tained farming in the western half of the state will have to 
be abandoned. He submits to the Legislature the following 
propositions: 

‘* First—That railroads are public highways, created by 
the authority of the state, for the benefit of the state. 

‘*Second—That railroads are common carriers, and as 
such shall receive and have the right to demand just and 
reasonable compensation for service rendered, and have no 
legal or equitable rights to charge excessive or exorbitant 
rates. 

** Third—That all persons have a right to their use on like 
conditions. 

‘*Fourth—That the Legislature has the right and power 
to regulate them in al] these respects and particulars men- 
tioned, including the right to fix rates of freights and fare. 

** Railroads should not be permitted to increase their rates 





on avy articles transported by them, until thirty days’ 


‘notice posted in the station where goods are received and 
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delivered; and they should not be allowed to increase the 
rates on car-lots bv excessive terminal charges, or for 
switching; and that the rate per hundred pounds should be 
specified in the shipping-bill or receipt given for the article 
shipped, and the consignee should not be required to pay a 
greater rate than that named in the shipping-bill or receipt.” 

As nearly every railroad in Kansas has been through 
bankruptcy witbin the past ten years, it may be suspected 
that the charges of extortion areexaggerated. The western 
half of the state has an extremely thin traffic, and at the 
highest rates attainable cannot afford very large earniugs 
for any of the roads in it, most of which would ¢oubtless 
never have been built but for the traffic to and from the 
country further west. 

There is said to be in the Kansas Legislature a very strong 
feeling in favor of regulating railroad rates. 

The Governor of Nebraska in his message said : 

‘*Tmportant questions of state policy involving the regu- 
lation of rates of transportation over railroads require your 
careful consideration. ‘The problem is a comparatively 
new one in state and national affairs, and its solution is at- 
tended with difficulties of a complicated character. To 
determine whet legislation is necessary for the purpose of 
subjecting railroad corporations to proper legal control, with 
injustice neither to thé people nor to the railroads, requires 
avery thorough knowledge of railroad construction and 
management, and also a clear understanding of the abuses 
complained of by the public. Judicious legislation to ac- 
complish this object is demanded by the substantial business- 
men and farmers of the state. The clamor of those who are 
conducting an indiscriminate war upon railroads, for the 
obvious purpose of advancing their own personal or political 
interests, should be studiously ignored. It is as much your 
duty to prevent mischievous legislation upon this subject as 
it is to provide that which is based upon exact principles of 
justice.’ 

The Governor invites attention to the Lilinois and the Iowa 
railroad laws and commissions, and thinks the problem can 
be best dealt with by a railroad commission. In this state 
as in Kansas there is said to be a large number of members 
of the Legislature in favor ot regulating rates. 











The Tanner Brake—The History of a Patent Case. 





The Tanner brake cases invoived so many companies and 
such large amounts, that the following history of the patent 
and the suits, given in the report of the Western Railroad 
Association, will be of interest to many persons : 

Some time in the latter part of 1846, Batchelder & 
Thompson, of Lowell, Mass., invented a car brake to be 
operated by the cars crowding against each other, by means 
of a long rod or bar running under the centre of each car. 
It was a wretched contrivance, and never came into use. 
They applied for a patent in June, 1847, but owing to vari- 
ous delays, caused partly by their ignorance and inexperi- 
ence, and partly by their neglect, their application mary a 
pending in the Patent Office till July 1852. In the mean- 
time the Hodge and the Stevens brakes had both been in- 
veuted aud patented, the one in 1840 and the other in 1851. 
In 1846 or ’47, Willard J. Nicholls, of Hartford, invented 
the same thing as that which has been known for the last 
30 years as the Tanner brake. He put it into use, but never 
applied for a patent. In November, 1848, one Turner ob- 
tained a patent fora double brake bearing some resemblance 


both to the Batchelder & Thompson and the Nicholls. It 
was a bumper-brake and a hand-brake combined. It had 
also a centre lever, but not arranged hike the Nicholls. 

Now commences the most curious part of this story. In 


1850 or’51, Henry Tanner, of Buffalo, bought the ‘Turner 
patent above mentioned, and went about the country at- 
tempting to bring it into use. In this he met with little or 
no success, but in other respects he was more fortunate. In 
the course of his travels he came across the Nicholls brake, 
and finding it far superior to the Turner, he gave up the 
Turner. and adopted the Nicholls in its place. Asthere was 
no patent, however, on the Nicholls brake, and as a patent 
of some sort was necessary, be determined to re-issue the 
Turner patent, with a claim that would include the inven- 
tion of Nicholis. But on going to Washington for that pur- 
pose he (in some way that has never been explained) was 
medeaware of the pending application of Batchelder & 
Thompson. As he had alreaay shifted his ground from 
Turner to Nicholls, so now he resolved to shift again from 
Nicholls. He bought out Batchelder & Thompson, canceled 
their model, specifications and drawings, and substituted in 
their place a new set of papers to suit the Nicholls; and on 
July 6, 1852, the patent was issued, not for the bumper- 
brake of Batchelder & Thompson, but for the hand-brake 
of Willard J. Nicholls, since known as the Tanner brake. 
As a justification for all this, it has since been alleged that 
Batchelder & Thomposa also invented this same brake, and 
some months earlier than Nicholls; but, while this may be 
true, it must be admitted to be extremely improbable. 

In 1853, Tanner began a suit against the Erie road for 
infringing his patent by using the Hodge and Stevens 
brakes. The jury found in his favor and awarded him 
#439 as damages and osts. A similar suit against tbe Hud- 
son River road was settled by the payment of $1,000, 

in 1855, Thomas Sayles, of Lansingburg, N, Y., having 
previously become owner of thé patent, filed a bill against 
the Erie road for an injuuction, which was settled together 
with the suit at law for $2,300. 

As the natural result of this litigation, a large number of 
roads took licenses under the Tanner patent, paying-there- 
for at the rate of $5 per mile. The greater number, how- 
ever, still holding out, in 1858 Sayles filed a bill in Pennsyl- 
vania against the Phoiiadeiphia, Wilmington & Baltimore 
road, but after the evidence was all in, he for some reason 
concluded to dismiss that suit and to commence again in 
another jurisdiction. 

He accordingly filed his bill in Illinois agaiust the Chicago 
& Northwestern road Dec. 28, 1861; the case was heard 
before Judge Drummond, and adecree entered in favor of 
complainant in February, 1866, with the usual order of 
reference to the master to take an account. While this was 
pending the defendants obtained evidence of the use of a 
double brake like the Tanner on the Camden & Amboy road 
in 1843: and on application to the Court leave was given 
them totake additional proofs, when the matter was again 
came, and again decided in favor of complainant in July, 

71. 


The accounting before the master, which was next in 
order, occupied a long time, and the loss of all the papers by 
fire caused additional delay ; but a final decree, as was sup- 
posed, was at last reached in December, 1573. By this 
decree the defendants were to pay for five years’ infringe- 
ment on a small part of their road, $63,638.40, being at the 
rate of about $450 per car per year, two-thirds for the 
saving in brakemen, and one-third for the saving in wheels. 
If ali the roads in the country had paid at the same rate, the 
total amount for the 21 years of the patent would have been 
about $90,000,000. 

A petition having been filed, however, to set aside this 
decree, also on the ground of newly discovered evidence, 
the matter was again argued at great length, and at last 
finally decided in September, 1875. By this decision the 
Court affirmed all its previous findings, but at the same time 





struck off some $16,900 from the decree, without assigning 
any reason, but undoubtedly on the ground that the dama- 
ges were excessive. The decree as finally entered was still 
sufficiently onerous, the oommege (!) now being about $350 
~ car per year, and the total value of the patent $70,000,- 
U 


From this decree defendants appealed to the Supreme 
Court, where the decree was reversed in November, 1878, 
and the cause remanded, with directions to dismiss the bill 
on the ground of non-infringement. This released ab- 
solutely not only the defendant in that suit, but 
all others who bad used the Stevens brake, comprising a 
large proportion of the roads, especially at the West. e 
opinion of the Court further indicated pretty clearly that 
the Hodge brake, when its turn came, would also be held no 
infringement, and thatthe Tanner patentitself would be 
held invalid on account of the change made in the applica- 
tionas above stated. But, as neither of these points was 
decided, it left Sayles at liberty to continue the litigation. 
He bad already in 1877 brought some 200 new suits, 33 of 
which were against members of this Association, 30 in 
equity and three at law. In tbe equity suits it was objected 
by defendants that, the patent having expired, there could 
be no injunction and that congener the Court had no 
jurisdiction. Judge Hughes, of Virginia, was the only one 
among all the circuit and district judges who gave his assent 
to this doctrine, ail the others before whom the question 
came holding that equity had a some resting it on 
the right to a discovery and account, some on the act of 
Congress and some cn the theory that the defendant in a 
patent suit is a trustee. 

The question came at last before the Supreme Court in 
Root, Executor, etc., vs. the Lake Shore & Michigan South- 
ern road, and there it was finally decided in January last 
thata suit for infringement, asa general rule, cannot be 
maintained in equity after the expiration of the patent. 

After obtaining his decree against the Chicago & North- 
western Railway Co., Sayles offered to settle with the 
railroads for $15,000,000 and pas-es. He gradually re- 
duced his demand to $3,000,000 and after that decree had 
been reversed in the Supreme Court, he came down to 
$350,000. 

He was now dead, and his executor was willing to settle 
for $500, which after some hesitation it was thought best to 
pay, and thus ended this litigation so far as Sayles’ interest 
was concerned. similar settlement was subsequently 
made by the Eastern Railroad Association. 

There is another branch of the case, however, that should 
be briefly considered. There was no dispute about Sayles’ 
title to the original patent, but bis right tothe extension was 
seriously controverted by S. D. Cozzen, Esq., cf New York. 
who claimed to own it under assignments from Tanner, and 
Blatchelder )& Way, Way being Thompson’s executor; 
and there is ittle doubt that Sayles himself at first suppcused 
Cozzens’ titl® to begood. It was, of course, Cozzens’ interest, 
therefore, that the patent should be sustained, and be accord- 
ingly acted as counsel for Sayles in the principal litigation, 
without receiving any reward. This dispute as to the title to 
the extension had one good effect. It prevented some roads 
from settling who might otherwise have paid considerable 
sums, either to Cozzens or Sayles, but were unwilllng to pay 

h 


th. 

From 1871 to 1875, Cozzens brought a number of suits 
under the extension of the Tanner patent in the name of 
James D. Mowry as trustee. But before any of these suits 
came on for hearing, the Supreme Court had decided, in the 
case of Hendrie vs. Sayles, that the extension belonged to 
Sayles, except the state of Illinvis, which bas always been 
conceded to belong to Cozzens. 

In 1879, Cozzens dismissed these Mowry suits and filed a 
new series of bills in the name of Peter P. Parrot, claiming 
now that Mowry had no title. These bills were also dis- 
missed in April of this year, on the authority of Root vs. 
the Lake Shore Company, and thus ended this long, bitterly 
contested and costly litigation. 

A large number of suits brought by Cozzens, in the name 
of Vaughan, under the Hodge patent, were in like manner 
dismissed for want of jurisdiction, on the same grounds. 








THE SCRAP HEAP. 


Locomotive Building. 


The Taunton Locomotive Manufacturing Co. in Taunton, 
Mass., is completing an order for 12 consolidation engines 
for the Union Pacific road. 

The Baldwin Locomotive Works in Philadelphia have 
lately completed the delivery of 60 locomotives to the Penn- 
sylvania Railroad and are building 30 for the Philadelphia 
& Reading. These works last year built 563 engines, 120 of 
which went to foreign countries. 

The Schenectady Locomotive Works in Schenectady, 
N. Y., are to build severai heavy passenger engines for the 
Cincinnati, Indianapolis & Chicago rcad. 

The Manchester Locomotive Works in Manchester, N. H., 
are building several engines for the Intercolonial Railway 
in Canada. 

The Portland Co. in Portland Me., are buildin 
of locomotives for the Northern Pacific road. 
month are turned out. 

T. H. Paul & Sons are removing their machine works from 
Cumberland, Md., to Baltimore. As soon as their new build- 
ings are finished and the machinery in place they intend to 
begin the manufacture of locomotives. They expect to em- 
ploy nearly 500 men. 

The Rbode Island Locomotive Works in Providence are 
building five ten-wheel freight engines for the New York, 
New Haven & Hartford road. The have 19 by 26-in. cylin- 
der, six 5-ft. drivers and a four-wheeled truck. They will 
be, we believe, the first engines on this road of any but the 
usual eight-wheeled pattern, to which the New Haven road 
has always very tenaciously adhered. 


Car Notes. 


The Laconia CarCo. at Laconia, N. H., has completed 
three handsome passenger cars of 2 ft. gauge for the Bridge- 
ton & Saco River road in Maine. 

The Wason Manufacturing Co. at Brightwood (Spring- 
field), Mass., is building 14 new passenger cars for the Bos- 
ton & Providence road. Feur of them have aJready been de- 
livered. 

The Barney & Smith Manufacturing Co. in Dayton, O., is 
building several sleeping and drawing-room cars for the 
Shore Line between New York and Boston. 

The New York & New Engiand shops at Norwood, Mass., 
have recently completed three new passenger cars for use on 
suburban trains, 

The Rochester Car Wheel Works in Rochester, N. Y., are 
turning out 100 wheels a day, with plenty of work on hand. 

Brown, Bonnell & Co. at Youngstown, O., are putting up 
special machinery for forging car-truck irons. 


Bridge Notes. 


Alden & Lassig, of the Rochester Bridge & Iron Works, 
are putting up an iron bridge over the canal in Rochester, 
N. ¥.. for the Genesee Valley road. 

The Morse Bridge Co. is running its works in Youngs- 
town, O., day and night, to fill some large contracts. 

The Toronto Bridge Co. at Toronto, Ont., has the contract 


a number 
bout five a 





for the bridges on the new Ontario & Quebec road, ye 
-  ~ or near Toronto, each 900 ft. long and about 1 
. bigh. 


Iron Notes. 


The Western Pig Iron Association was organized at a 
largely attended meeting in Pittsburgh, Jan. 11, with John 
J. Spearman, of Sharon, Pa., President, Joseph D. Weeks, 
of Pittsburgh, Secretary and Treasurer, and vice-presidents 
representing Pennsylvania, Ohioand Alabama. The head- 
quarters will be in Pittsburgh, and all meetings will be held 
in that city. 

The St. Louis Bolt & Iron Co. is putting up a new mill for 
rolling light rails. 

Martell Furnace at St. Ignace, Mich, has been repaired and 
will go into blast again in a few days. 

The new rolling mill at Cannonsburg, Pa., has started up. 
It is making sheet iron at present. 

Brown, Bonnell & Co. at Youngstown,O., are running their 
= mill on railroad spikes, and have some heavy orders to 


The Cleveland Rolling Mill Co. in Cleveland, O., started 
up its large bar mill last week. 

The Youngstown Rolling Mill Co. in Youngstown, O., is 
running its mill full double turn. 

The rolling mill of the Corns Iron Co. in Massillon, O.,was 
damaged by fire last week. 


Manufacturing Notes. 


The American Brake Co., of St. Louis, bas established its 
Chicago office at No. 234 South Clark street in that city. 
The manager is Mr. W. R. Crumpton, late of the Chicago, 
Burlington & Quincy and a well-known railroad man. 

Fuirbanks & Co. at their works in St. Johnsbury, Vt., last 
year made over 80,000 scales of various kinds, the largest 
number ever turned out. This product included no less than 
9,450 track-scales, 


The Rail Market. 


Steel Rails.—The market is quiet and quotatious continue 
at $40 per ton at mill, although large orders can probably 
be placed at a little less. Very small lots for immediate 
delivery may be made at a little higher price, but $40 seems 
likely to remain the limit. 

Tron Rails.—Quotations cannot te had, and the iron rail 
trade seems to be entirely dead. With steel rails at $40 
there is not much demand for iron. 

Rail Fastenings.—Spikes are quoted at $3 per 100 lbs. in 
Pittsburgh, with fair demand. il splice-bars or fish-plates 
are quoted at $2.40 to $2.50 per 100 lbs., with considerable 
concessions for large orders. Track-bolts are quoted at 
$3.50 to $8.75 per 100 lbs. for square nuts, and $3.75 to 
$3.90 for bexagon, in Pittsburgh. 

Old Rails.—Eastern markets are bare of old iron rails 
just now, and quotations are entirely nominal. 


The Springfield Iron Co. 


This compete has begun to make extensive changes in its 
rolling mill in Springfield, DL, which has been hitherto run 
chiefly on rails. Itis not, however, intended to permanently 
discontinue the manufacture of either iron or steel rails. 
But, the market for both being just now in a dull condition 
and affording no - the business has been suspended for 
the time being. It can, however, be taken up again at short 
notice, and will be whenever the state of the trade will jus- 


tify it 

‘A the meantime new rolls have been ordered to take the 
place of those heretofore used in rolling rails; these new 
rolls to be used for rolling steel plates tor boilers, tanks, 
agricultural implements, etc. Rolls are also being prepared 
to take steel blooms from the blooming mill, and reduce 
them to billets, which in turn will go into the bar mill, and 
make steel bars of all shapes ard sizes for machinery pur- 
poses, and for the general trade. It is expected that these 
changes and improvements will be completed by Feb. 1, and 
that the company from that time forward will be enabled to 
offer for sale ali sorts of merchant steel and also steel plates 
for all purposes. 

The company has also contracted for several large steam 
hammers, with the expectation of building a forge and mak- 
ing all sorts of steel forgings, such as heavy shafts, crank 
pins, axles, etc, 

The most important improvement in contemplation, how- 
ever, is a plate mill! for rolling steel plates of large size and 
great weight, direct from the ingot. Contracts have been 
made for a Porter-Allen engine to run this mill. It will be 
a horizontal engine, with acylinder 44 in. in diameter by 
48 in. stroke. The fly wheel is to be 22 ft. in diameter, and 
to weigh 30 tons. The engine will run 100 revolutions per 
minute. The train of rolisis to be very heavy, and calcu- 
lated to roil a plate over 9 ft. wide, and, if necessary, 
long. A separate building will be erected for this plate 
mil/, and hydraulic cranes, lifting tables and other ma- 
chinery for handling the heavy plates will be provided. This 
mill will bardly be ready for use before July. 

The object of the company in making these changes and 
additions is to utilize the steel works and other plant, and 
to avoid the risks incurred by confinement to a single branch 
of manufacture, 


A Traveled Rooster. 


A rooster owned by Conductor Skein, of the Troy & Bos- 
ton road, strayed from his roost near the company’s freight 
yard in this city one night — and perched itself upon 
the brake beam of an engine that left the yard with a freight 
train at 2.10 o’clock in the morning. Engineer Lee reached 
Pownal as the day was breaking and was startled by the 
crowing of a cock under bis engine. An examination 
brought to light the undismayed rooster, which had quietly 
ridden 39 ales on the brake beam despite the jarring and 
suction of air under the engine. The feathered traveler was 
returned home.—Troy (N. Y.) Times. 


Electric Light in Cars. 

Experiments on lighting trains by electricity are being 
made on the Paris, Lyons & Mediterranean Railway, with 
it is said, an “‘A” Gramme machine, Swan lamps, and 36 
secondary batteries. The experimental train consists of 
two first-class carriages and two vans, the carriages and 
front van only being lighted—so far, it is said, with success. 


Appliances for Safety of Passengers, 

A provisional committee, with Mr. Charles Boysset, Vice- 
President of the French Chamber, as President, has been 
formed for organizing an international exhibition of appli- 
ances calculated to insure the safety of railway passengers, 
to be held in the Palais de l’Industrie, Paris, in 1883. The 
three classes of objects to be admitted are: Systems of 
coupling, arrangements of signals, and various brakes. 


Late Trains and Morality. 

Jay Gould is trying to improve New York morality. He 
gives as a reason for stopping the late trains on the elevated 
road the statement that ‘‘ The night trains are conducive to 
late hours and dissipation. If they do not run, people who 
would do otherwise will go home and the tone of society 
will be improved.” The citizens fail to appreciate this moral 
reform agency, and are petitioning the islature to com- 
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pel the corporation to accommodate the public, or that por- 
tion of it which isso unfortunate as to be obliged to work 
after midnight. 


A Car Load of Bees. 


On Saturday a car containing a curious freight was 
switched on the East Tennessee & Virginia Railroad, and 
moved south. 

It was filled with bee-hives. One hundred and forty of 
the latest styles of bse-hives, piled systematically on to» of 
each other, and to the foreground a philosopher with his bed 
and board. 

**Wo>re are you going to take your bas ?” 

“To Florida for the winter. My name is Thomas McFar- 
land Jackson, and I live in Northern Missouri. I have large 
apiaries that are forced to lie idlein the winter. I’m going 
to take this carload of hives to Florida, where they can 
make honey every day in tha year. As soon as the clover 
is out again in Northern Missouri I will take them back 
there * 

“ Will it pay you to move them ?” 

“T thiak so. It costs m» less than a dollar a hive for 
transportation, and each hive will have from $6 to $7 worth 
of honey in it when I bring them bick. That is what 
Italian bees,I sent to Fiorida last year,did last winter. Only 
Italian bees will thrive in Florida, as the moths eat up the 
comm >n baes, 

“Will you live in the opan air thare ?” 

“Tm goinz to camp around with my bees. I believe I 
will bring back about $1,000 worth of honey in hives that 
would otherwise lie idle all the winter and b3 empty in the 
spring.—Atlanta (Ga.) Constitution, Jan. 9. 


Brakes and Breaks. 


There was a break or two in Allegheny, Pa., yesterday 
peg et resulting badly for a street car. In the first place, 
the brakeman in braking, broke the brake, whereupon the 
car broke loose and after breaking through the safety-gates, 
stood in front of an advancing train. Toe engineer ot the 
latter applied the air-brake but couldn’t brake up iu time to 
prevent the breaking up of the car and a bone or two among 
its passengers. And all this was just after break-fast.— 
Pittsburgh Telegraph, Jan. 13. 


Caught in a Sand Storm. 


The Southern overland train which should have reached 
this city on Monday afternoon only arrived at 8:10 last night, 
having been delayed at Sumner by a terrific sand storm that 
raged through the Mojuve Desert and spread out over a por- 
tion of the surrounding country. The storm began in the 
early morning, and when the train reached Sumner, in Kern 
County, had become a regular simoon. The wind swept 
across the sandy wastes with such violence that the train 
swayed and rocked under the violence of the blasts, and 
seemed ready to plunge from the track. The moon had 
become overcast in the early part of the night, and the jour- 
ney was continued in a darkness that rapidly increased 
until the day began in Stygian gloom. The passengers, who 
had been aroused from their sleep by the fierce assaults of the 
wind and the dashing of the sand against the windows of 
the train, looked anxiously for the appearance of the sun, 
but no gleam of light relieved tbe forbidding darkness of the 
east. ight maintained her sway, and the blackness of the 
heavens grew intense with the morning, until the strong 
headlight of the locomotive almost failed to pierce it. The 
small portion of the desert which was exposed by the 
engine’s lights only served to discourage the travelers. The 
track was lost under the billows of sand that were being 
tossed across the rails by the angry storm. The desert 
moved like a sea, and when the waves of sand struck the 
shivering sides of the train they scattered like spray and 
= the air with a dust which made free breathing impos- 
sible. 

The travelers’ fears of being stopped by a sand-drift were 
soon realized. After leaving Sumner, which is 314 miles 
from San Francisco, the train moved cautiously for 10 miles 
through the shifting waste and then stopped with a crash. 
The alarmed passengers hardly dared to face the driving 
storm to learn the cause of the unpleasant halt. The few 
— persons who ventured into the blinding simoon 
found that their express train had run into a freight train 
which had stopped in an impassable sand-drift. The slow 
rate of speed at which the express was moving enabled the 
engineer to stop the train in time to prevent a serious acci- 
dent, and the collision was only sufficient to cast the loco- 
motive from the track. The passenger cars remained on the 
rails. It was then 10 o’clock, so slowly had the express pro- 
ceeded through the blinding storm after leaving Sumner. 
The darkness of the night had only increased, and nothing 
was visible except within the focus of the train’s light. For 
five weary hours the passengers were compelled to remaiu 
on the detached train while reliet was being obtained from 
Sumner. Assistance having arrived, the track was cleared 
of sand sufficiently to enable a relief engine to pull the 
express back to Sumner, where the passengers found slim 
accommodation until the storm blew over. Towards 5 
o’clock in the afternoon the darkness began to disa y 
but the simoon maintained its vigor until nightfall. Yester 
day morning the unfortunate passengers proceeded on their 
journey, the remainder of which was made without sen- 
sational incident, as gangs of Chinese had been at work all 
night and had cleared the track of the accumulated sand- 
drift. At Tulare the express, which was due at 2:40 p. m. 
—_ overtook the belated and weather-beaten express, 

aving passed with slight discomfort through the tail of the 
simoon. The breaking of a piston-rod delayed the first 
express still further at Lathrop, and the two trains came 
simultaneously to Oaklaud Wharf, the first over 30 hours 
behind time and the second over 6. All hands, however, 
arrived safe, and in the comforts of their hotels soon forgot 
the ee of their adventure and laughed over it.— 
San Francisco Examiner, Jan. 3. 


Medical Lectures to Railroad Employes. 


—_——— have beeu made to give a course of six 
medical lectures to railroad employés at the reading room 
in the Grand Central Depot in New York, for the especial 
purpose of teaching them what to do in cases of emergency, 
and how to handle and care for persons injured. The lectures 
will each last one hour and will begin at 1 P. M., that being 
the hour when the largest number of truinmen are able to 
attend. The dates and subjects of the lectures are as 
follows : 

Jan. 18.—A general outline of the structure and functions 
of the-human body, including a brief description of the 
bones, muscles, arteries and veins. The functions of the 
circulation, respiration, and of the nervous system. The 
triangular and roller bandages—their application. 

Jan, 25.—2. The general direction of the main arteries in- 
dicating the points where the circulation may be arrested by 
digital pressure, or by the application of a tourniquet. The 
difference between arterial, venous and capillary bleeding, 
and the varivus extemporary means of arrcsting it.’ 

Feb. 1.—3. Tne signs of fracture and first aid to be ren- 
dered in such accidents. ‘I'he application of splints and other 
restraining apparatus. 

Feb. 8.—4, First aid to those suffering collapse from in- 
jury, to those .stunned, to the ~. “ge inebriated, 
epileptic, fainting, and to those bitten by rabid animals. 


T 
The immediate treatment of the apparently drowned, or 


otherwise suffocated. Burns, scalds and poisons. Frozen 
limbs and sanstroke. 

Feb, 15.—5. The improvised method of lifting and carry- 
ing the sick or injured. Methods of lifting and carrying the 
sick or injured on stretchers. The conveyance of such by 
rail or in country carts. 

A portion of the hour allotted to these lectures will be de- 
voted to practical work, such as the application of bandages, 
splints, tourniquets, restoration of the apparently drowned, 
lifting the injured, carrying on stretchers, etc. Sketches, 
charts. splints, tourniquets, stretchers, etc., are provided for 
experimental use. These lectures are free to all employés, 
and Superintendents Toucey, of the Central, and Stevenson 
of the New Haven road, request all employés to attend 
them. 


New Sleeping Cars. 


Two of the new sleeping cars for the Shore Line express 
were exhibited to the public yesterday afternovn in the Bos- 
ton & Providence station. They are part of the equipment 
recently built by the Barney & Smith Manufacturing Co. of 
Dayton,O. The exterior is painted a rich,dark brown,relieved 
by gilding, and the inscription : ‘‘ Wagner Shore Line Sleep- 
iog Car” and the car name ‘‘ Boston” and ‘‘ New London.” 
One of the cars is finished inside in burl ash, and the other in 
black walnut. One has 16 sections, the other 12 sections 
and a stateroom containing two double and one single 
be.ths. All the berths are provided with spiral springs and 
hair mattresses, and the upper berths have a patent safety 
lock which prevents it from —— in case of its shutting 
up when any one is ee it, thus guarding against the 
danger of a person being confined beyond escape in case of 
a car going off the rails and turning over. Several deaths 
from this cause, either by suffocation or burning, in acci- 
dents, having occurred, many people are very much averse 
to riding in the upper berths, but this safety lock renders 
them no more dangerous than the lower berths. The heat- 
ing of the cars, by the Baker & Smith apparatus, and the 
excellent ventilation, make them very comfortable in any 
weather. They are mounted on six-wheel trucks, with 
iron frames, yoked on the outside, thus preventing lateral 
motion on going around curves, and 42-inch Allen paper 
wheels are used, which are said to ride remarkable easy, and 
to be very durable. The drawing-room cars are similar in 
style, and equally comfortable and well built. Their chairs 
are upholstered in green embossed plush, and the windows 
are very large. Mr. J. W. Richardson, Local Agent of the 
Shore Line, and Mr. B. Waiter Burns, Superintendent of 
the Wagner cars in this city, exhibited and described the 
cars, and their improvements, to the visitors.—Boston Ad- 
vertiser, Jan. 13. 


Railroad Hardships. 


Few people are aware of the vast amount of hardship and 
suffering that an ordinary freight brakeman is compelled 
to undergo in addition to the constant risk he runs of losing 
his life or being badly injured. For instance last Wednes- 
day night about 10 o’clock an eastward bound freight train 
broke in two in the valley below Oxford and before the ac- 
cident was discovered the forward part of the train had run 
two miles. The flagman was sent back immediately to flag 
the next following train, and there he was obli.ed to wait 
for three long hours on one of the most bitter nights of the 
season with the thermometer below zero, before the follow- 
ing train arrived, it having broken down about three miles 
back. When the flagman again reached his caboose he was 
almost perished with tbe cold, while his feet and hands were 
both badly frostbitten. There was noone torelieve him 
during all his long waiting, the balance of the train hands 
being on the forward part of the train. He stated that he 
walked and ran up and down the track during the entire 
time, and that he did not cover less than 15 miles during the 
three hours and yet he was hardly able to keep up a circula- 
tion of the blood. The above is only one of the almost daily 
hardships incident to railroading in winter, and yet a major- 
ity of the employés do not seem to mind it and prefer that 
life to any other.—Port Jervis (N. Y.) Gazette, Jan, 13. 


Trade Catalogues. 

The catalogue of the Grayden & Denton Manufacturing 
Co., manufacturers of dynamic rock drills, air compressors 
andsteam pumps at Jersey city, N. J., contains, first, illustra- 
tions and description of the rock drill, invented and patented 
by Prof. De Volson Wood, of the Stevens Institute of Tech- 
nology. Some of the engravings are what is known as 
‘** process ” work and are only tolerable in their execution. 
Others showing the methods of applying the drills are 
good examples of the art of machine engraving. Follow- 
ing the description of the machine an article on the ‘‘ Use 
of Steam Expansion in Rock Drills,” ‘‘Horse Power of 
Rock Drills,” ‘“‘Cost of Drilling by Machine as Compared 
with Hand Labor,” a list of duplicate parts, and a sort of 
catechism witb the title ‘‘ Pertinent Questions Regarding 
the Use of Compressed Air.” This is followed by engrav- 
ings and description of the dynamic air compressor, and 
a table of drilis and compressors. There is also an engrav- 
ing of the dynamic steam pump and a description of it and 
the interesting pamphlet concludes with testimonials from 
the users of the Wood rock drill. 

The catalogue differs from most publications of its class 
from the fact that it gives at considerable length the kind 
of information which a person about to purchase this kind 
of machinery would want. Ordinarily commendation of 
the article described is the only sort of matter supplied to 
the readers of such literature. 

“The Deane Steam Pumping Machiner y ” is the title of a 
catalogue issued by the Dean Steam Pump Co., of 
Holyoke, Mass. It has, first, an engraving showing a sec- 
tion of the pump with a brief but very clear description of 
its working. There are illustrations of various kinds of 
pumps for the following purposes: For feeding boilers or 
forcing water under pressure, double-acting plunger pumps 
adapted for the higher ranges of pressure and for muddy or 
gritty water, steam fire pumps aud also a section of & cotton 
mill, showing the arrangement of a fire-extinguishing appar- 
atus, tank pumps for raising water or other liquids to 
limited elevations, portable boiler and tank pump cembined, 
direct-acting vacuum pumps for vacuum pans, brewery 
pump for hot or cold beer masb, etc., deep well pumps of 
several patterns with the steam cylinder above ground 


and the water cylinder below, several kinds of 
double-plunger pumps aud piston pumps for min- 
ing use, sinking umps which work vertically 


and are intended for sinking or recovering mines, pumping 
engines for raising large bodies of water from mines, pumps 
for use on board ship, hydraulic pressure pumps of several 
different kinds for operating hydraulic presses, cranes, test- 
ing machines, etc., power pumps to be worked by a belt, 
condensing apparatus, to be attached to ordinary high-pres- 
sure engines, with indicator diagrams taken on an engine, 
with and without the condensing apparatus attached; sever- 
al large full-page engravings, showing the arrangement of 
the condensing apparatus in connection with an engine; air 
and circulating pumps, to be used in connection with sur- 
face condensers, water works’ pumps, and others for special 
duties. Following these is an engraving sliowing a section 





of a pump with the parts all numbered. The names of the 
parts corresponding with the numbers are also given. The 


volume concludes with directions to correspondents and for 
setting up and operating pumps with some useful general 
information. 

The engraving is of the very best kind.’ Some of the 
full-page illustrations of the condensing apparatus are 
works ofart. The printing also is of the best, and alto- 
gether so far as mechanical execution goes it would be diffi- 
cult to get nearer perfection. The descriptions of the 
machines illustrated are, however, very meagre. Still as 
catalogues of this kind go this is one of the best. What 
will surprise even engineering readers is to see the great 
variety of pumps, which are now made, and the many 
adaptations of such machinery. It alone has become a dis- 
tinct branch of engineering, and the volume before us 
shows how the work of engineers is becoming specialized 
and how hopeless it has become for any one to expect to be 
an expert in more than a very narrow field of that art or 
occupation. 

‘* Tbe Raoul Journal Box for Collarless Journal Axles” 
is the title of a pamphlet published by the Columbus Iron 
Works Co., of Columbus, Ga., the manufacturers of 
the journal box. It contains, first, an admirably clear de 
scription of the journal box, for the elucidation of which the 
pamphlet was written; next is a wood engraving showing a 
perspective view of the box. After that there are twelve 
pages of engravings showing the box in sections and eleva- 
tions of various kinds, made on a sufficiently large scale to 
be working drawings. There are also illustrations showing 
the proportions of the wheels and axle used with this box 
and also three views of an outside bearing engine truck of 
special design, with which the Raoul box is used. The draw- 
ings are all well made and full dimensions are also given. 

There is a practical character about this descriptive circu- 
lar that shows that those who prepared it knew exactly what 
they were aiming at and knew how to accomplish it. Both 
the description and the illustrations give the information 
which any one interested in the subject would be hkely to 
want to learn, and instead of giving the reader a great mass 
of commendation the authors have elucidated the invention 
so that the reader is inclined to give his contidence to those 
who have written so clearly. 


Railroad Young Men's Christian Association. 


The branch of this Association located in New York now 
maintains reading rooms at the Grand Central depot for the 
employés of the New York Ceotral & Hudson River and the 
New York, New Haven & Hartford roads, and at Thirtieth 
street station for the Central employés running to that sta- 
tion. The Monthly Reporter, published by the Association, 
gives the following statement of the work done at the two 
rooms during the year 1882 : ‘‘ The total daily attendance 
at the Grand Central depot room was 34,648, and Thirtieth 
street 18,521. At the Grand Central depot room, 51 Sun- 
day services, 39 song services and 37 Biblestudies were held 
with an attendance of 5,790, and at Thirtieth street 53 Sun- 
day services, 51 song services and 50 Bible studies, showing 
the attendance 6,658. 

‘Number of letters written by employés at Grand Cen- 
tral room 1,276, and received for employés 1,284. AtTbir- 
tieth street 651 written, 541 received; 15 entertainments, 
with an attendance of 3,335 at Grand Central depot room, 
and at Thirtieth street 11, with 3,855 persons present. 11,- 
431 papers were distributed, and 323 persons called for 
reading matter at Grand Central depot room, and 9,545 
distributed, with 675 persons calling for reading matter at 
Thirtieth street. The number of visits to engine-bouses, 
cabooses and shops from the Grand Central room was 656, 
and 109 visits to sick and injured employés, and at Thirtieth 
street 907 visits to engine-houses, etc., with 36 visits to sick 
and injured. 

‘* The library was well used at both rooms, the number of 
volumes drawn from Grand Central depot was 1,606, and 
Thirtieth street 1,480. 

“ The baths taken at Grand Central depot are considered 
to be indispensable; the number taken was 1,297. 

‘*The entire statistics give a larger showing than any 
previous year. We cordially invite all the employés to come 
in and we will try and make them feel at home.” 

The Executive Committee consists of Cornelius Vander- 
bilt, Chairman; Orlin R. Stockwell, General Secretary ; 
Jobn M. Toucey, Charles M. Bissell, Wm. L. Squire, Wm. 
Buchanan, F. A. Haskell, Richard C. Morse, James Stokes, 
Jr., and John W. Horan. 


Shooting the Baggageman. 


A correspondent of the Railroader, writing from Con- 
cord, N. H., says: ‘‘ Transferring baggage,W. D. Hodgdon, 
station baggage-master, in handing a leather gun case into 
the baggage car, one barrel was discharged. Mr. Hodgdon 
received a serious wound between the hip and knee and sev- 
eral shot in his forehead over his right eye and others in the 
right hand. ‘The wounds will be very painful. It is hoped 
no serious consequence will result. The gun belonged to 
Charles B. Morgan, of Wolfboro, an Engineer on the 
Eastern Railroad. The barrels were detacbed from the 
stock and placed in the case of ordinary leather. The care- 
lessness of having it checked as ordinary baggage was un- 
warranted. Taking in account the crowded condition of 
the station at the time. the escape from more serious conse- 
quences must be regarded as very fortunate. ” 


General “Railroad “Mews. 














MEETINGS AND ANNOUNCEMENTS. 


Meetings. 


Meetings will be held as follows: 

Fitchburg, annual meeting, at the passenger station in 
Boston, Jan. 30, at 11:30 a. m. 

Newburg, Dutchess & Connecticut, annual meeting at 
Moore’s Mills, N. Y., Jan. 25. 

Buffalo, Fittsburgh & Western, special meeting, at the 
office in Philadelphia, Feb. 5, at noon, to vote on an agree- 
ment of consolidation with the Buffalo, New York & Phil- 
adelphia and other companies. The Oil City d& Chicago 
stockholders will meet at the same time and place. 





Technical Meetings and Conventions. 
The American Institute of Mining Engineers will hold its 
annual meeting in Boston, beginning on Tuesday, Feb. 20. 
The Master Mechanics’ Association will holds its annual 
convention in Chicago, June 19 next. 


Dividends. 

Dividends have been declared as follows: 

Cincinnati, New Orleans & Texas Pacific, 3 per cent. 
from the earning of 1882, payable Feb. 5. 

Hannibal & St. Joseph, 3 per cent., semi-annual, on_the 
preferred stock, payable Feb. 15. Transfer books close Jan- 
17. This company drops from 3 to 3 per cent. 

Long Island, 1 per cent., quarterly, payable Feb. 1. 
Transfer books close Jan. 20. 

Marquette, Houghton & Onto vagon, 4 per cent. on both 
preferred and common stock, payable Feb. 15, Transfer 
books close Jan. 15, This is the first dividend on the com- 





mon stock. 
North Carolina (leased to Richmond & Danville), 6 per 
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—_, P si one-half payable March 1, the remainder 
Sept. 1. 

Oregon Railway & Navigation Co., 244 per cent., quarter- 
ly, payable Feb. 1. Transfer books close Jan. 20. This 
company increases from 2 to 214 per cent. 

St. Puul, Minneapolis & Manitoba, 2 per cent., quarter- 
ly, payable Feb. 1. Transfer books close Jan. 22. 

South Carolina, 5 per cent. on the income bonds for the 
year 1882, payable Feb. 1. 


American Society of Civil Engineers. 


The annual meeting began in New York, Jan. 17. The 
usual —— were presented by the directors, the Treasurer 
and the Finance Committee. Reports were also presented 
by the Special Committees on Cements, on the Preservation 
ot Timber, and on Standard Time, all reporting weg 
Several amendments to the constitution were presented. 

Papers on the Increased Efficiency of Railroads, by Messrs. 
W. P. Shion, John B. Jervis and Charles Paine were pre- 
sented and partly discussed. 

On the following day the members were to visit several 
points of interest in the city. 


Southern Railway and Steamship Association. 

The adjourned annual meeting was held in Washington, 
Jan. 17. The usual routine business was transacted and the 
old odicers were re-elected. 

The principal event of the meeting was the admission as 
members of the East Tennessee, Virginia & Georgia and the 
Richmond & Danville companies. These companies have 
generally—though not always—acted in harmony with the 
Association, but have not been members. 








ELECTIONS AND APPOINTMENTS. 





American Socie'y of Civil Engineers.—At the annual 
meeting in New York, Jan. 17, the following ofticers were 
chosen: President, Charles Paine; Vice-Presidents, W. H. 
Paine, Heury Flad; Secretary and Librarian, John Bogart; 
Treasurer, J. James R. Croes; Directors, G. S. Green, Jr., J. 
P. Davis, Wm. Metcalf, W. E. Merrill, Wm. G. Hamilton. 


Ashburnham.—At the annual meeting in Ashburnham, 
Mass., last week, the following directors were chosen: Geo. 
C. Winchester, Geo. G. Rockwood, John H. Wilkins, C. M. 
Proctor, E. C. Field. 


Atchison, Topeka & Santa Fe.—Mr. Charles H. Wood is 
appointed General Agent at Kansas City, Mo., and will also 
have charge of the Kansas City and Argentine stations. 

Augusta, Eiberton & Chicago.—Mr. Charles 8. Dwight 
is appointed Chief Engineer, with office in Winsboro, S. C. 
He was recently Chief Eugineer or the Chester & Lenoir 
road 


Baltimore, Pittsburgh & Chicago.—At the annual] meet- 
ing in vig Jan. 15, the following were chosen : 
President, Wm. E. Schmertz, Pittsburgh; directors. 8. Bey- 
mer, Wm. Vankirk, D. W. C. Carroll, John G. Holmes, 
Charles L. Caldwell, F. B. Laughlin, Joshua Rhodes, J. D. 
Long, James M. Bailey, Pittsburgh; Jacob Frick, John Zim- 
merman, Wooster, O., James 8. Robinson, Kenton, O. 


Bell’s Gap.—At the annual meeting in Philadelphia last 
week the following were chosen: President, Charles F. Ber- 
wind; directors, J. R. Converse, J. N. DuBarry, Aaron 
Fries, Frank 8. Lewis, John Reilly. 


Bradford, Bordell & Kinzua.—At the annual meeting 
last week the following officers were chosen: President, 
J. J. Carter ; Vice-President and General Manager, R. G. 
Taylor ; Secretary and Auditor, J. E. Ransom ; Treasurer, 
B. W. Spencer; Directors, R. C. Vilas, H. G. Nolton, G. R. 
Blanchard, B. W. Spencer, E. M. Clymer, H. F. Sweetser, 
A. L. Wilcox, W. W. Brown, Geo. A. Eckbert. 


Bradford, Bordell & Smethport.—At the annual meeting 
last week the following officers were chosen: President, 
W. W. Brown ; Vice-President, R. G. Taylor ; Secretary 
and Auditor, J. E. Ransom ; Treasurer. B. W. Spencer; 
Directors, R. C. Vilas, H. G. Nolton, B. W. Spencer, E. M 
Clymer, A. I, Wilcox, W. W. Brown, Geo. A. Eckbert. 


e Brattleboro & Bennington.—This company was organized 
Jan. 9 by the election of the followin + a Mee : ward 
Crosby, J. J. Estey, Kittredge Haskins, W. W. Lynde, 
Brattleboro, Vt.; O. E. Butterfield, J. H. Kidder, Wilming- 
ton, Vt.; W. P. Jones, H. G. Porter, Wilmington, Vt.; A. J. 
Tucker, Halifax, Vt.; Clerk, T. W. Childs. 


C. H. Andrews, W. J. McKenzie, J. W. Ellis. The board 
elected the following officers: M. M. Green, President: S. 
Burke, Vice-President: W. M. Green, Secretary; F. H. 
Medary, Treasurer. 


Delaware.—At the annual meeting in Dover, Del., Jan. 
11, the following directors were elected: S. M. Felton, Isaac 
Hinckley, Andrew C. Gray, Charles Warner, Christian Feb- 
iger, Edmund Smith, Isaac Jump, H. B. Fiddeman, Man- 
love Hayes, Alexander Johnson, James J. Ross, Albert 
Curry, J. Turpin Moore. The board re-elected S. M. Felton, 
President; Manlove Hayes, Secretary and Treasurer. The 
road is leased to the Philadelphia, Wilmington & Balti- 
more. 


Delaware Western.—The new board has elected W. H. 
fjome Treasurer; W. T. Thelin, Auditor; John C. Farra, 
ashier. 


Galveston, Houston & Henderson.—The directors of this 
compen as reorganized are: W. P. Bollinger, W. H. Hard- 
ing, Allen McCoy, Galveston, Tex.; James A. Baker, A. F. 
Rice, Houston, Tex.: Jay Gould, Russell Sage, New York. 
The board has elected W. H. Harding, President; D. 8. H. 
Smith, Secretary and Treasurer. 


Grand Marais & Vermillion.—The officers of this new 

any are : President, W. W. Spalding; Vice-President, 

T. W. Mayhew; Secretary, J. W. Miller; Treasurer, Hazael 
Mayhew. Oftice at Grand Marais, Minnesota. 


Lake Erie, Wooster d& Muskingum Valley.—The old 
officers have been re-elected as follows: President, J. H. 
Kauke; Vice-President, W. A. Underwood; Secretary, 
J. N. Clark; Treasurer, H. McClarran; Chief Engineer, 
J. F. Wallace; Assistant Engineer, John Herron. Offices 
in Wooster, Ohio. 


Lancaster.—At the annual meeting in Lancaster, Mass., 
Jan. 16, the following directors were chosen: G. A. Parker, 
G. W. Howe, 8. R. Merrick, A. R. Powers, F. D. Brigham, 
F. W. Warren, A. Maynard, C. H. Waters, Robert Cod- 
man. 


Lehigh Valley.—At the annual meeting in Philadelphia, 
Jan. 15, the following officers and directors were chosen: 
President. Henry E. Packer; Vice-President, Charles Harts- 
horne; Directors, R. A. Packer, W. L. Conyngham, Ario 
Pardee, Wm. A. Ingham, George E. Markle, Robert H. 
Sayre, James I. Blakslee, E. P. Wilbur, Joseph A. Patter- 
son, Garrett B. Linderman, John R. Fell. 

Mr. H. E. Packer, the new President, is a son of the late 
Asa Packer. Mr. Hartshorne has n President since 
Judge Packer’s death, and now returns to his old position 
as Vice-President. 


Memphis & Little Rock.—Mr. H. G. Fleming, Chief 
Engineer, is appointed Superintendent also, in place of 
W. E. Smith, resigned. 


Minneapolis & St. Louis.—Mr. W. H. Truesdale has been 
appointed assistant tothe President, Mr. J. T. Clark suc- 
ceeds Mr. Truesdale as Assistant Traffic Manuger. 


Morgan’s Louisiana & Texas.—Mr. A. C. Hutchinson, 
President of this company, makes the following announce- 
ment: ‘‘In consequence of the death of Mr. Chas. A. Whit- 
ney, the powers and authority heretofore exercised by the 
General Managers, under the firm of Chas. A. Whitney & 
Co., are withdrawn, and the business of the company will, 
after this date, be conducted by the duly appointed depart- 
ment officers. Agents and connections will please be gov- 
erned accordingly, and, until further notice, address com- 
munications on business connected with their departments 
to following officers: A.C. Hutchinson. President; J. G. 
Shriever, Acting Vice-President and_ Traffic Manager; Geo. 
Pandely, Superintendent Louisiana Railroad Division; John 
B. Richardson, Secretary; Chas. M. Whitney, Treasurer ; 
Newell Tilton, Assistant General Superintendent and Master 
Mechanic; E. M. Underhill, Auditor.” 


Mount Desert.—The officers of this new company are: 
President, W. B. Hayford, Bangor, Me. ; Clerk and Treasur- 
er, T. H. Clergue. 


Mt. Vernon & Tamaroa.—The directors of this compan 
are: B. F. Johnston, P. M. Johnston, J. H. Johnston, A. 4 
Johnston, A. G. Brown, St. Elmo, Ill.; G. W. Evans, Mt. 
Vernon, Ill.; B. W. Henry, Vandalia, Iil.; J. P. Howard, 
Effingham, Ill. . 


New York, Chicago & St. Louis.—Mr. F. B. Boatman has 
been appointed Master Mechanic, with office in Cleveland, 
io. 


Chicago & Alton.—Mr. Morris D. Mason has been ap-| Oh 


pointed Asssistant Superintendent of the Kansas City Divis- 
ion, with office in Kansas City, Mo. He has been Train- 
Master for some time. 


Chicago, Burlington & Kansas City.—Mr. C. M. Levey is 
ogame Assistant Superintendent, with office in Keokuk, 
owa, 


Chicago & Evanston.—At the annual meeting in Chicago, 
Jan. 9, the following directors were chosen: Jason C. Eas- 
ton, E. K. Hubbard, 8. 8. Mernll, F. W. Wadsworth, E. 
Walker. The company is controlled by the Chicago, Mil- 
waukee & St. Paul. 

Chicago & Great Southern.—The officers of this road are: 
Contractor and Manager, Henry Crawford; Chief Engineer, 
J. O. Baird; Superintendent, Henry Crawford, Jr. Office 
in Chicago. 

Chicago & Northwestern.—Mr. W. H. Dixon has been ap- 
poimted Northwestern Passenger Agent. He has been tor 
some time Secretary of the Western Trunk Lines Associa- 
tion. 


Chicago & Western Indiana.—The board of directors has 
been :eorganized and is now as follows: A. L. Hopkins, 
Wabash, St. Louis & Pacific ; Robert Harris, Chicago & 
Atlantic; E. B. Stablman, Louisvilie, New Albany & Chi- 
cago; D. J. Mackey, Chicago & Eastern Illinois; 8. R. Cal- 
laway, Chicago & Grand ‘lrunk. The board has elected 
S. R. Callaway President. It is understood that the presi- 
dency is to go in rotation to the five companies owning the 
road. 


Cincinnati, New Orleans & Texas Facific.—At the annual 
meeting of this company (lessee of the Cincinnati Southern) 
in Cincinnati, Jan. 15, the tollowing directors were chosen : 
T. T. Gaff, A. A. Gooaman. Edgar M. Johnson, A. McDon- 
ald, Otto Plock. Jobn Scott, Briggs Swift. Messrs. Gaff 
ana Swift are new directors, succeeding ‘Iheodore Cook and 
Frederick Wolffe. ‘lhe board elected John Scctt President 
and General Manager; Edgar M. Johnson, Geueral Counsel; 
H. H. latem, Secretary and Treasurer. 


Cleveland, Columbus, Cincinnati & Indianapolis.—Mr. 
Thomas burrows has been appointed Superintendent of the 
Indianapohs Division and the Indianapotis & St. Louis road 
in place ot C. C, Gale, resigned. Mr. M. Peck, late Train- 
Master, succeeds Mr. Burrows as Assistant Superintendent. 


Columbus, Hocking Valley & Toledo.—At the annual 
meeting in Columbus, O., Jan. 9, the following directors 
were chosen: M, M. Greene, 8. Burke, Charles G. Hickox, 





New York & Greenwood Lake.—Mr. Stephen Smith has 
been appointed Superintendent in place of James H. Tenny, 
who goes to the New York, Lake Erie & Western road. 
Mr. Smith was recently Train-Dispatcher for the Erie in 
Jersey City. 


New York & New England.—Owing to the necessity for 
perfecting a thorough system of standards for the equipment 
of this company, and the extensive work in designing 
mechanical appliances in connection with the docks, ware- 
houses, steamboats, elevators, etc., the office of Mechanical 
Engineer is created, and Mr. A. K. Man-field is appointed 
to the position, with headquarters at Boston. He will have 
charge of the design of mechanical work in connection with 
all departments, and will assist the General Manager in 
such other matters as may be assigned to him from time to 
time. 


New York, Ontario & Western.—At the annual meeting 
in New York, Jan. 17, the following directors were chosen: 
Wm. Adams, Henry Arny, Charles J. Canda, Thomas C. 
Clarke, George B. Greer, Theodore Houston, Conrad N. 
Jordan, Howard Mansfield, John L. Nisbet, Horace Porter, 
Alexander Taylor, E. F. Winslow, C. F. Woerishoffer. 


New York, West Shore & Buffalo.—The new board has 
elected Horace Porter, President; Theodore Houston, Vice- 
 Leenennt John L. Nesbitt, Secretary ; F. E. Worcester, 

reasurer, 


Norwich & Worcester.—At the annual meeting, Jan. 10, 
the following directors were chosen: Francis H. Dewey, 
Edward L. Davis, Thomas B. Eaton, Charles W. Smith, 
Worcester, Mass.; John L. Slater, Norwich, Conn.; Wm. 
G. Weld, Newport, R. I.; W. Bayard Cutting, New York. 
The board elected Francis H. Dewey, President; E. T. 
Clavp, Clerk; George L. Perkins, Treasurer; P. St. M. An- 
drews, Managing Agent under the lease to the New York & 
New England Co. 


Norfolk & Western.—At the annual meeting in Norfolk, Va., 
Jan. 10, the following were chosen: President, George F. 
Tyler; Directors, Clarence H. Clark, F. J. Kimball, Ed- 
ward A. Rollins, John C. Bullitt, James P. Scott, William 
B. Isham, George, C. Clarke, R. B. Minturn, Upton L. 
Boyce, John B. Whitehead, J. Arthur Johnson, Charles 
Hacker. The board elected officers as follows: First_Vice- 
President, F. J. Kimball; Second Vice-President, Henry 
Fink; Treasurer, William G. McDowell; Assistant Treas- 
urer, M. C. Jameson; Secretary, G. R. W. Armes; Auditor, 
E, E. Portlock; General Counsel, Hon. William J. Robert- 


son; Solicitor, Joseph J. Donnan; Assistant Solicitor, John 
W. Brock. 


Oley Valley & Lehigh.—At the annual meeting, Jan. 8, 
the following were elected: President, George Brooke, Birds- 
boro, Pa.: directors, sourge D. Stitzel, Hiram Y. Kaufman, 
R. B. Kinsey, K. Lorah, John B, Bertolet, Israel M. 
Bertolet, Samuel K. Cleaver, E. M. Davis, John O. Keim. 


Pennsylvania Company.—Mr. John E. Davidson has been 
chosen Treasurer in place of W. H. Barnes, resigned. Mr. 
— W. Renner succeeds Mr. Davidson as Assistant Comp- 
troller. 


Pittsburgh, Cincinnati & St. Louis.—Mr. John E. David- 
son has been chosen Treasurer in place of M. C. Spencer, 
resigned. Mr. John W. Renner succeeds Mr. Davidson as 
Assistant Comptroller, and Mr. Albert McElvey is appointed 
Auditor to succeed Mr. Renner. 


Port Huron & Northwestern.—Mr. C. C. Jenkins, General 
Freight Agent, is appointed General Passenger Agent also. 
Office at Port Huron, Mich. 


Portland & Ogdensburg.—At the annual meeting in 
Portland, Me., Jan. 16, the old directors were re-elected. 
The board subsequently re-elected Samuel J. Anderson 
President; Charles U. Foye, Clerk; John W. Dana, Treas- 
urer; Jonas Hamilton, Superintendent; John F. Anderson, 
Chief Engineer. 


Rew City & Eldred.—At the annual meeting last week the 
following officers were elected: President, J. J. Carter ; 
Vice-President and General Manager, R. G. Taylor ; Secre- 
tary and Auditor, J. E. Ransom ; Treasurer, B. W. Spencer; 
Directors, R. C. Vilas, H. G. Nolton, B. W. Spencer, E. M. 
Clymer, A. I. Wilcox, W. W. Brown, George A. Eckbert. 


St. Anthony.—The officers of this company are: President, 
H. R. Murdock; Vice-President, J. D. Van Norman; Sec- 
poner and Treasurer, C. H. Smith. Office in Minneapolis, 

inn. 


St. Louis, Keokuk & Northwestern.—Mr. C. M. Lev 
inted Assistant Superintendent, with office in 
owa. 


St. Louis, Vandalia & Terre Haute.—At the annual meet- 
ing in Greenville, Ill., the old directors were re-elected. The 
board subsequently re-elected Tnomas D. Messler, President; 
Williamson Plant, Secretary and Treasurer. The road is 
leased to the Terre Haute & Indianapolis Co. 


Saratoga, Mt. McGregor & Lake George.—At the annual 
meeting last week the following directors were chosen: Jobn 
Kellogg, John Warner, James H. Hurst, George West, 
James Arkell, William J. Arkell, J. W. Drexel, H. N. Lock- 
rwood, A. G. Richmond, Benjamin Smith, D. McGregor, 

Douw H. Fonda, George Keilogg. The board elected John 
Kellogg, President; W.4J. Arkell, Vice-President ; A. B. 
Frey, Secretary and Treasurer; D. H. Fonda, Generai Man- 
ager. 

Southern Railway & Steamship Association.—At the 
adjourned annual meeting in Washington, Nov. 15, the old 
officers were re-elected as follows: President, Joseph E. 
Brown; General Commissioner, Virgil Powers; Secretary, 
C. A. Sindall; Arbitrator, T. H. Carter; Auditor, T. 
Walker; Rate Committee, W. H. Stanford, Sol. Haas, R. 
A. Anderson, G. A. Whitehead, 8. B. Pickens, J. M. Brown, 
J. M. Culp and E, P. Wilson. 


South Pennsylvania.—At the annual meeting in Harris- 
burg, Pa., Jan. 8, H. K. Sheldun was chosen President; 
Frederick T. Grotevent, Secretary and Treasurer. 


Utica, Clinton & Binghamton.—At the annual meeting 
in Utica, N. Y., Jan. 15, the following directors were 
chosen: George B. ag A. N. Sheldon, Frank L. Beebe, 
Allen Curtis, Jobn W. Lippitt, Alien W. Reynolds, James L. 
Scollard, William 8. Bartlett, R. 8. Williams, John Thorn, 
W. M. Storrs, Isaac Maynard, G. W. Adams. The board 
elected Isaac Maynard President; George B. Phelps, Vice- 
President; Robert 8. Williams, Secretary and Treasurer. 


Wabash, Chester & Western.—At the annual meeting in 
St. Louis, Jan. 8, the following directors were chosen: G. B. 
Allen, Levi Bogy, H. M. Camp, Nathan Cole, C. B. Cole, 
H. C. Cole, Morton Crane, J. Wyman Jones, C. B. Preston. 
The board elected J. Wyman Jones, President; C. B. Cole, 
Vice-President; Newton Crane, Secretary; Nathan Cole, 
Treasurer. 


Wabash, St. Louis & Pacific.—Mr. E. N. Armstrong is 
appointed Superintendent of the Chicago Division, in place 
of A. A. Hobart, who has gone to another road. Mr. E. 
Dresser succeeds Mr. Armstrong as Superintendent of the 
Iowa Division. 


Wabash, St. Louis & Pacific Leased Lines.—At meetings 
held in Des Moines, Ia., directors were chosen for the follow- 
ing companies, all controlled by the Wabash: Des Moines 
Northwestern.—Jay Gould, L. ar, Solon Hum- 

bries, James F. How, J. S. Runnells, F. M. Hubbell, J. 8. 
Ete, C. F. Meek, J. S. Polk. Des Moines & St. Louis. 
—J. 8. Runnells, F. M. Hubbell, J. 8S. Polk, J. 8. Clarkson. 
St. Louis, Des Moines & Northern.—J. 8. Clarkson, J. 8. 
Polk, F. M. Hubbell, J. S. Runnells, C. F. Meek. 


West Chester.—At the annual meeting, Jan. 14, the fol- 
lowing officers were chosen: President, John P. Green; 
Directors, John M. Kennedy, Wistar Morris, Hen M. 
Phillips, George B. Roberts, N. Parker Shortridge, J. Price 
Wetherill. The Pennsylvania Railroad Co. controls and 
operates the road. 


Western Railroad Association.—At the annual meeting in 
Chicago, Jan. 10, the following directors were chosen: 
Ayer, lilinois Central; B. C. Cook, Chicago & Northwestern; 
A: L. Osborn, Michigan Central; Wirt Dexter, Chicago, 
Burlington & Quincy; T. F. Withrow, Chicago, Rock 
Island & Pacific; T. B. Blackstone, Chicago & Alton; 
Charles Paine, New York, West Shore & Buffalo; C. W. 
Rogers, St. Louis & San Francisco; 8. 8. Merrill, Chicago, 
Milwaukee & St. Paul: M. H. Smith, Louisville& Nash- 
ville; 8S. R. Callaway, Chicago & Grand Trunk; J. C. 
Brown, Missouri Pacific. The officers chosen are as follows; 
President, B. F. Ayer; General Counsel, George Payson; 
Secretary and Treasurer, J. H. Raymond; Executive Com- 
mittee, B. F. Ayer, B. C. Cook, A. L. Osborn, T. B. Black- 
stone and T. F. Withrow. 


West Virginia Central & Pittsburgh.—At the annual 
meeting, Jan. 8, the fullowing directors were chosen: Alex- 
ander Shaw, James G. Blaine, Augustus Schell, 8. D. Elkins, 
Ww. Keyser, J. M. Camden, T. Sickels, Wm. H. Barnum, 
H. G. Davis, Thos. B. Davis. The board elected H. G. Davis 
President; S. D. Elkins, Vice-President. 


Worcester & Nashua.—At the annual meeting, Jan. 11, 
the following directors were chosen: Francis H. Dewey, 
Francis H. Kinnicutt, Stephen Salisbury, J. Edwin Smith, 


is ap- 
eokuk, 


E. B. Stoddard, Charles S. Turner, Samuel Woodward, 
Worcester, Mass.; Hen N. Bigelow, Clinton, Mass.; 
Charles Holman, Nashua, NY. H. 


‘here is no change | 
nt 





last year. The board re-elected C. S. Turner, Presi 
General Manager; T, W. Hammond, Clerk. 
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PERSONAL. 


~Mr. C D. Williams bas resi; ned his position as Superin- 
tendent of the Bradford, Eldred & Cuba road. 


—Mr. B. C. Williams has resigned his position as Superin- 
tendent of the Bradford, Bordell & Kinzua Railroad, 


—Mr. W. E. Smith, for some time past Superintendent of 
the Memphis & Little Rock road, has resigned his position. 


—Mr. M. C. Spencer has resigned his position as Treas- 
urer of the Pittsburgh, Cincinnati & St. Louis Co., after 
several years service. 


—Mr. Hugh Riddle, President of the Chicago, Rock Island 
& Pacific Co., has taken a leave of absence and has gone to 
— California. He will probable remain there until 

pring. 


— Mr. T. A. Philips bas resigned his position as General 
Manager of the Toledo, Cincinnati & St. Louisroad. Mr. 
Philips will probably go, for a time at least, to Texas, where 
he has property. 


—Messrs. Henry B. Payne and Amasa Stone have tendered 
their resignations as directors of the Lake Shore and Michi- 
gan Southern Co. The resignations have not yet been ac- 
cepted by the board. 


— Mr. W. R. Crumpton, recently Division Superintendent 
on the Chicago, Burlington & Quincy road, bas formed a con- 
nection with the American Brake Co., of St. Louis. and 
takes charge of the Chicago office. 


--Mr. Henry Villard, President of the Northern Pacific 
and the Oregon Railway & Navigation -ompanies, has pre- 
sented the University of Oregon with $50,000 in Northern 
Pacific bonds as the beginuing of an endowment fund. 


—Mr. W. H. Barnes has resigned his position as Treasurer 
of the Pennsylvania Company on account of continued ill 
health. Mr. Barnes has been connected with the Penn- 
sylvania’s Western lines in various capacities for over 20 
years, 


—Mr. C. C. Gale bas resigned his position as Superinten- 
dent of the Indians polis Division and the Indianapolis & St. 
Louis line of the Cleveland, Columbus, Cincinnati & Indian- 
apolis road on account of ill health. Mr. Gale entered the 
service of the road as a brakeman over 30 years ego, and 
has been with it ever since in various capacities. 


—The resignation of Mr. 8. T. Fuller as Chief Engineer and 
General Superintendent of the Mexican National lines was 
tendered on account of his desire to return to the United 
States for the purpose of supervising the education of his 
only daughter. Mr. Fuller wished to retire some time ago, 
and only remained until now at the urgent request of the 
officers of the company. 


—Col. Charles L. Schlatter, who has been connected with 
the Brunswick & Albany road from its first organization, 
remains in charge of it under the new ownership as General 
Mavager. Col. Schlatter bas been an advocate and an 
officer of the company since the road was first projected, 28 
years ago, and has stood by it through no less than thirteen 
reorganizations, a faithful believer in its final success, and in 
the development of Brunswick as a sea-port. 


—Mr. J. D. Brown has resigned his position as Assistant 
General Passenger Agent of the Chicago, Milwaukee & St. 
Paul road, and will reside in Cleveland, O., for the present. 
Mr. Brown has been on the St. Paul road for a year and a 
half. Previous to that time, and for a period of ten years, 
he was General Passenger Agent of the Missouri, Kausas & 
Texas road, in which position he made a reputation as a 
wide-awake and clever railroad man. 


—Mr. Thatcher Perkins, one of the oldest and best knovn 
master mechanics in the United States, died in Baltimcre, 
Jan. 9. He was 70 years old, and his death was caused by 
injuries received by a fallon the ice. He was born at North 
Berwick, Me., in 1812. When a youth he learned the tradecf 
machinist, avd in 1837, when he came to Baltimore, he was 
employed at the Mt. Clare shops by the Baltimore & Ohio Rail- 
road Company. By his ability and capacity for management 
he obtained the postot foreman in 1838, In the fall of 1839 he 
accepted an appointment as engineman on the road, but at 
the request of the company left his locomotive the eon. | 
summer to again act as foreman. In 1847 he was appointe 
Master of Machinery. In 1855 he became the General 
Superintendent of the Central Ohio Railroad, and was 
shortly afterward og General Superintendent of the 
Tredegar lron Works, Richmond, Va. In 1858 he again 
accepted the t of Master of Machinery with the Balti- 
more & Ohio Iroad. In 1865 he went to Pittsburgh and 
ese ny the shops of and erected machinery for the Pitts- 

urgh Locomotive Works. Abont 1870 he accepted the post 
of ny or er ag of Machinery with the Louisville & Nash- 
ville ilroad,. which he held for several years. Lately 
— age and infirmities have kept him from active 
work, 








TRAFFIC AND EARNINGS. 


The Future or the Erie Canal. 


Mr, Silas Seymour, the State Engineer and Surveyor, in 
his report on the New York canals recently submitted to the 
Legislature. says: 

‘* First—The Erie Canal can never become self-sustaining, 
and at the same time compete successfully with rival lines 
of railway and other through channels of communication 
for the great bulk of the carrying trade between the great 
West and the Atlantic seaboard. 

“* Second—Innsmuch as the annual tonnage of the canals 
has not been materially increased since the completion of 
the present enlargement, there appears to be nc encourage- 
ment for advocating a further enlargement at the enormous 
expense which it would entail upon the state unless it be to 
add one foot to the depth of the water on the levels between 
the locks, which would undoubtedly be of great advantage 
to navigation. 

‘* Third—Judging from the present dilapidated condition 
of the canals, which has been brought about by the want of 
means necessary to keep them in good working order and at 
the same time prevent their rapid disintegration and decay, 
there can be no doubt that the prompt action of the Legisla- 
ture and the people. in adopting the recent amendment to 
the constitution, affords the only means by which the use- 
fulness of the canals can be oe to the poe of the 
state, by opening a free channel] of water communication be- 
— the western lakes and their great commercial metrop- 
olis. 

‘* Fourth—In order to realize to the fullest extent the 
benefits that are expected to result from this new departure 
in the canal policy of the state, the Legislature should 

— provide the means required for placing the canals 
such perfect repair, and also for making such improve- 
ments in the omy and structures, together with such in- 
creased facilities for obtaining an adequate supply of water 


as will enable the canals at all times during the season of 
navigation to be safely worked up to their full capacity, and 
all danger of detentions from breakages, blockades and other 
causes, be effectually avoided.” 
Railroad Earnings. 
Earnings for various periods are reported as follows: 





























Year ending Dec. 31: 1882. 1881. Ine. or Dec. Pe 
Buffalo, Pitts. & Western. 895,475 .679 I. $3209,796 30.4 
Central Pacific............. 25,718,150 24,094,099 I. 1,619,051 6.7 
Chicago, St. P., Minn.&O. 4,973,052 4,021,961 I. 951,¢ 235 
Cin., Ind., St. L. & Chi..... yi 2,415,372 I. 230,157 9.6 
BRUNER. cccusnssuanasben Seen 3,413,840 3,187,415 IL 226,425 7.1 
Flint & Pere Marquette... 2,156,927 1,875,146 I. 281,781 150 
Gulf, Col. & Santa Fe...... 1,628,914 1,060,187 J. 568,727 3.6 
Hannibal & St. Joseph.... 2,303,388 2,257,231 I. 46,157 2.0 
Houston & Texas Central. 175,51 3,748,655 D. 573,2' 15.3 
Illinois Central, Ill Lines.. 6,914,867 6,733,955 1. 180,912 2.7 

TEE Pc cessnceskseanve 1,916,414 1,852,442 I. 63,972 3.5 
Lake Erie & Western ... 1,477,('27 1,376,572 I. 106,455 74 
New York & New Eng..... 3,388,195 2,809,943 I. 575,252 20.6 
Ohio Ceutral...... Sebamanaea 1,039,463 712,000 I. 27,483 460 
Oregon Ry. & Nav........ . 4,955,500 4,408,680 I. 646,820 12.4 

Net yy yy ee sees 2,893,670 2,137,507 L 256,162 12.0 
St. L., Alton & Terre Haute, 

Main Line .. .. sees =1,871,582 1,424,8°3 D. 53,271 3.6 

Belleville Line 873,788 756,024 I. 117.764 15.6 
Scioto Valley.... 540,192 446,916 $3,276 20.8 
South Carolina............. 1,313,746 1,245,287 6<,459 5.5 
Wabash, St. L. & Pacific.. 16,738,358 14,467,789 2,270,569 15.4 

Eleven months ending Nov, 30 : ; 
Burlington, Ced.t ap & No $2,554,617 $2,026,224 I. $528,393 26.1 

Net earnings ,........... 876,75 563,467 I. 313,284 55.6 
Ches. & Ohio ... . 8,081,625 2,508,202 I. 578,415 23.1 

Net_earnings... 965,18° 420,050 I. 545,130 12.9 
Chi., Bur. & Quincy 19,528,744 19,270,065 J. 252,770 1.3 

Net earnings............. 9,621,547 9,567,804 I, 58,743 0.5 
Des. Moines & Ft. Dodge.. 318,758 366,639 D.! 47,851 13.0 

Net earnings............. 93,131 26,708 I. .423 248.8 
Eliz , Les. & Big Sandy SEED ecdss enn woe bay Jacumeenents: ona 

Net earnings........ TERED sescscccenes os hbemnen puss 
Louisville & Nashville ‘ I. 1,569,845 191 

Net earnin 5 1 WiGl7 32.2 
Yarquette, Hough. & Ont. I. 260,907 41.7 

Oe eee i, 191,989 41.7 
Union Pacifi i 234,293 1.0 

Net earnings. I, $78,552 7.1 
Utah Central... 5 oe “sescnche we > senees 

Net earnings.... i Gananisean ts. a4: GRcbdsbeens 

Month of November : 

Chicago, Bur & Cuincy,.., €2..99,421 $1,8'6,138 I. $383,288 21.1 
Net earnings............. 1,880,262 903,153 I. 427,709 47.2 
Eliz., Lex. & tig .andy.... el ren sa ameeeeenaee iene 
Net earnings. me BOGE cccsunsstnce iy ik Jenteake even e 
Union Pacific... 2,711,917 2,761,522 D. 49,605 1.8 
Net earnings. ‘ 1,021,056 $12,216 I. 108,840 11.9 
Month of December: 
Central Pacific..... ....... $1,968,000 $2,225,179 D. $257,179 11.5 
oS ee eee 875,796 432,615 D. 56,819 13.1 
Cin., Ind., St. L. & Chi..... 189,956 195,509 D. 5,853 3.0 

MTL occ cincccscanncsisaes 249,391 248,308 I. 1,083 0.4 
East Tenn., Va. & Ga....... 333,687 892,957 I. 80,736 10.1 
Evansville & Terre Haute. 54,876 52,75 I. 2,171 4.1 
Flint & Pere Marquette... 206,168 168,820 I. 57,448 22.1 
Gr. Bay, Win. & St. P...... 7,976 44,025 D. 6,°49 13.7 
“SSeS TS a 241,417 140,068 I. 101,878 72.4 
Hannibal & St. Josepb..... 239,801 94,336 I. 45,555 23.5 

ouston & Texas Central. 430,182 376,877 I. 58,305 14.1 
Illinois Central, 01), Lines. 543,092 583,085 D. 39,993 6.3 
Iowa lines.... ...... Beane. 158,959 180,390 D. 26,431 14.6 
Lake Erie & Western....... 124,475 1°8,117 L 16,858 15.1 
New York & New England 261,082 240,063 I. 21,019 8.3 
Ohio Central............ 76,599 90,020 D. 3,42 14.9 
St. L., Alt. & Terre Haute, 

BEE BOD cae ceccrccecess 110,436 96,935 I. 13,501 14.0 

Belleville Line 74,090 74,192 D. 10! 0.1 
Scioto Valley...... + 46,938 43,762 L. 3,176 7.2 
South Carolina 149,010 126,061 I. 22,919 ~18.2 
Wabash, St. Louis& P.... 1,331,95: 1,294,657 1. 37,205 2.9 
Wisconsin Central ........ 105,163 94.674 I. 10,466 11.0 

First week in January: 

1883. 1882. 
Chicago & Eastern Illinois $29,605 $32,127 D. $2,522 79 
Chicago & Grand Trunk..°@@ 44,587 24,764 I. 19,823 80.0 
Chicago, Mil. & St. P...... $43,000 {826,055 LL 16,945 5.2 
Chicago & Northwestern.. 313,100 346,400 D. 33,300 9.7 
Louisville & Nashville.... 241.949 201,640 I. 40,300 20.0 
St. Paul, Minn. & Man..... 120,000 977,078 I. 42,922 55.8 
Wabash, St. Louis & P.... 24,893 566 D. 6,673 2.3 
Second week in January ; 
Denver & Rio Grande...... $96,300 $109,500 D, $18,200 12.1 


Grain Movement, 
For the week ending Jan. 6 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern 
markets, and receipts at the seven Atlantic ports have been 
in bushels, for the last ten years : 


Northwestern Northwestern Atlantic 


Year receipts. shipments. receipts. 
1874 if ie 1,890,196 
Mieecs. scueesetaneavesas Rock |: errr 1,634,316 
DS a sacquleh hae ahawsencann 1,760,946 946,652 1,641,779 

Se ae eee 2,391,038 908,682 1,546.1"8 
RE vain <chi.s sara nd nanadaen 1,452, 1,112,056 2,764,984 

viwhé wiameiehscke enue 2,936,586 1,183,148 2,147,844 
RECS, anti Rewibvesactwenen 3,867,056 1,370,697 3,691.855 
Ms 04nun cebesnte seaneee- ox 2,987,699 2,036,483 2,053,554 
BEL ik waasincasmanenaie 2,719,059 1,515,064 1,260,185 
Eis nk Scneeccat «. e00e4, 383,245 2,298,222 3,228,283 


The receipts of the Northwestern markets for this, the 
first week of the year, were thus 60 per cent. more than 
last year, and more than in the corresponding week of any 
previous year. They were, however, nearly a third less 
than the week before, and smaller than in any week of last 
December. The shipments of these markets were also 
larger than in the corresponding week of any previous year 
and 52 per cent. more than last year. Of the total 178,293 
bushels (7.8 per cent. of the whole) went down the Missis- 
sippi. The shipments were less than the week before, but 
more than in any other week since navigation closed. The 
receipts of the Atlantic ports were exceeded only in 1880, 
and were 156 per cent. more than last year, when through- 
out the winter they were exceptionally light, the shipments 
from the West, which were large in January and February. 
being absorbed in the interior of the East and South. Corn 
continues to be the largest item in the grain movement, 
though not if flour be included with wheat. ‘The Atlantic 
receipts were 17 per cent. more than the week before, and 
the largest for four weeks. 

Of the decrease trom the previous week of 2,050,000 
bushels in northwestern receipts, 1,174,000 bushels was at 
Chicago, 200,000 at Milwaukee, 265,000 at Toledo, and 
865,000 as St. Louis. The increase in Atlantic receipts was 
chiefly at New York and Boston. The Boston receipts were 
the largest since the first week of May, and were equalled 
in only three weéks of 1882: 

Of the exports of this week (2,321,645 bushels), 880,794 
bushels went from Baltimore; 748,490 from New York; 
845,671 from New Orleans; 174,444 from Boston; 93,371 
from Portland, and 78,875 from Philadelphia. More than 
a third of the exports were corn, and more than half of this 
went from Baltimore. Of the 232,814 barrels of flour ex- 
ported 703¢ per cent. went from New York and 22% per 
cent. from Boston. 

For the week ending Jan. 10 for three years Atlantic ex- 
ports have been : 


1883. 1882. 1881. 
CE MONEE. on wrsecewncswaveRe 206,061 61,777 189,310 
Grain, bus.... . « » 2,589,941 1,128,497 1,800,826 


Taking flour and grain together the exports were 70 p2r 
cent, more than last year and 28 percent. more than in 
1881—were, indeed, large for the season. 

For the week ending Jan. 13 receipts and shipments at 
Chicago and Milwaukee were : 


—- —--Receipts.——— -—-—Shipments.—— 


1883. 1882. 188: 1882. 
Flour, bbis ...... 183,992 332,703 236,883 170,713 
Grain, bus.......... 2,314,715 1,530,659 2,079,487 1,720,513 





There is a decrease of 42 per cent. in the flour receipts, 


and of 9 percent. in the grain receipts, but an increase 
of 39 per cent. in the flour shipments, and of 32 
per cent. in grain shipments. Both receipts and ship- 
ments were exceptionally large in this and four or five fol- 
lowing weeks last year, taking advantage of the low rates 
to the East which were about to be advanced. 

For the week ending Jan. 18 receipts at four Eastern ports 
have been, for four years : 


Bushels; New York. Boston. Phila. Baltimore. Total. 
J ee 1,007,945 507.950 333,650 512.925 2,362,470 
See 05,835 236,155 161,300 160038 1,363,328 
i ae 818,010 “11,980 229,195 420.268 1,879,453 
18680 .. ... 1,216,221 ‘37,067 345,400 423,441 2,222,129 
P. c. of total; 
ae Es ee 42.7 21.5 14.1 21.7 100.0 
1882.... ..69.1 17.3 1L.8 11.8 100.0 
ae 435 21.9 12.2 22.4 100.0 
i ere | Ss 10.7 15.5 19.1 100.0 


_The receipts of Philadelphia and Baltimore together were 
35.8 per cent. of the whole this year, against 23.6 per cent. 
last year, 34.6 in 1881, and 34.6 in 1880, 

Exports from San Francisco for the six months of the 
California crop year from July 1 to Dec. 81 was as follows, 


flour in barrels and wheat in bushels, flour being reduced to 
wheat in the totals : 











1882. 1881 Inc. or Dec. 

Wlour............ ° 640,151 423,391 I. 125,760 29.7 
MUMIID ss co ccccees 15,229,353 21,326,162 D. 6, 809 28.6 
Total, bushels. 17,975,108 23,443,117 D. 5,468,009 23.3 


About 90 per cent. of the wheat went to Great Britain and 
about 6 per cent. to Belgium, the rest going chiefly to Cape- 
town, St. Vincent and Central America. Great Britain also 
took about 60 per cent. of the flour, China about 20 per cent., 
Central America, Australia and the Pacific islands taking 
the rest. 

Exports of California barley by sea for the six months 
ending Dec. 31 were 167,505 centals, an increase of 91,894 
centals or 121.5 per cent., over the corresponding half of 
1881. Shipments overland for the five months to Nov. 31 
were 7,998 centals only—a very light traffic. 


Coal. 


Coal tonnages for the week ending Jan. 6 are reported as 
follows: 


; 1883. 1882. Inc. or Dec. P.c. 
Anthracite............. 430,734 371,298 I. 59.436 16.0 
Semi-bituminous... 88,506 75,044 I. 13,462 17.9 
Bituminous, Penna... . 53,617 48.673 I. 4,944 10.1 
een 45,964 .. 


The anthracite market continues very dull, although pro- 
duction and shipments have been somewhat reduced by bad 
weather. The companies have agreed to suspend work three 
days in each week for the present. 

Chicago coal receipts for the eight months from May 1 to 
Dec. 31, were as follows: 





——Anthracite.——. ———Bituminous.—— 

, 1882. 1881. 1882. 1881. 
By lake barbs Nea a watile 629,385 565,161 274,212 284,431 
DS advance - 325,199 323,241 1,703,612 1,405,354 
, RAP ere 954,584 888,402 1,977,824 1,689,785 


The increase in anthracite was 56,182 tons, or 12.6 per 
cent. ; nearly all of this increase was in lake receipts. The 
increase in bituminous coal was 288,039 tons, or 17.0 per 
cent. ; this was entirely in rail receipts, the lake receipts 
showing a small decrease, The increase in receipts of all 
kinds was 344,221 tons, or 13.3 per cent. 

For the year ending Dec. 31 the shipments of coal from 
the Monongahela River above Pittsburgh, as shown by the 
report of the Monongahela Navigation Co., were, in bushels: 





1882. 1881. Increase. P.c. 

BR cca tide ~<eonsenes cen 101,434,700 86,254,660 15,180,040 17.6 
I a's 5:40.65 ais'sinitss cieiones 4,733,600 3,780,700 952,900 25.2 
Total, bushels........ 106,168,300 90,035,360 16,132,940 17.9 
The tolls received by the Navigation Co. on this coal 


— to $179,580.42, an average of 0.169 cent per 
shel, 

Cumberland coal production for the week ending Jan. 6 
was 40,316 tons. For the week ending Jan. 13 it was 33,- 
893 tons, a total of 74,209 tons for the two weeks. 

Receipt of coal at Duluth by lake in 1882 were 254,688 
tons ; 1881, 163,000 ; increase last year 91,688 tons, or 56.2 
per cent. 

The Tennessee Coal, Iron & Railroad Co. shipped from its 
mines in December 13,436 tons of coal and 8,588 tons of 
coke. The total shipments for the year were: Coal, 144,- 
902 ; coke, 109,153 ; total, 254,055 tons, 

The Pennsylvania bituminous reports for the year have 
not yet been received. 

The total tonnage passing over the Pennsylvania Railroad 
Division of the Pennsylvania Railroad for the week ending 
Jan. 6 was: Coal, 144,654 ; coke, 78,916 ; total, 218,570 
tons. Of this tonnage 114,541 tons coal and 55,660 tons 
coke originated on the line of the road; 30,113 tons coal and 
18,256 tons coke were received from other lines for trans- 
portation, 


Wabash and Burlington Local Rates. 


The Chicago, Burlington & Quincy and the Wabash, St. 
Louis & Pacific companies have issued a joint circular, to 
take effect Feb, 1, which says: ‘On and after this date the 
following rules will govern on business received from con- 
necting lines, destined to, through, or beyond Burlington, 
Keokuk, Quincy, or Hannibal, viz.: 

“1, When destined to Indian Territory, Texas, or Mis- 
souri River points (Kansas City, St. Joseph, Atchison, Leav- 
enworth or Council Bluffs) and beyond, we will continue to 
pro-rate as heretofore. 

“2, When destined to our interior points in Missouri, lowa 
or Illinois, we will decline to pro-rate under any circum- 
stances, but demand our full tariff rates from point at which 
such business reaches our respective Jines, except that when 
destined to Fort Madison, Ia., the Chicago, Burlington & 
Quincy Railroad will accept a pro-rate to Burlington, sub- 
ject to the conditions of rule 3. 

‘* This action renders it necessary for our connections to 
discontinue the practice of through billing to Burlington 
Keokuk, Quincy or Hannibal, except on freight destined to 
territory mentioned in rule 1; and our agents have been 
instructed to take up through manifests and rebill at the 
proportion of the rates named, provided such rates are made 
in accordance with the above-named rules, which, together 
with the minimum rates as quoted, will be in all cases 
strictly enforced. 

‘* Agents at junction points will understand that on car- 
load freight originating at non-pro-rating points, delivered 
to us by connecting lines, destined to Burlington, Keokuk, 
Quiney or Hanniodal we will accept minimum rates.” 


Southern Freight Troubles. 

The following circular to agents has been issued by Assist- 
aut General Freight Agent G. S. Barnum, for the Rich- 
mond & Danville road: 

“The Carolina Central Railroad positively declines to re- 
ceive from this company at Charlotte, N. C., any freight from 
Cincinnati, O., or points north and west of the Ohio River 





destined to stations on the Carolina Central Railroad, the 
Raleigh & Augusta, Raleigh & Gaston, Cape Fear & Yad- 
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kin Valley and the Seaboard & Roanoke roads. This is, 
therefore, to give you notice that this company will not 
receive payment upon freight shipped from and destined to 

ints above named beyond Charlotte, N. C., to which point 
it will demand its full local rates; that it will receive no 
such freight unless prepaid to Charlotte, N. C., and that 
having given notice of its inability to forward such freight 
beyond Charlotte, N. C., the shipper of the line receiving 
goods for shipment must assume all risk of damage that may 
occur to the same.” 


- RAILROAT LAW. 


Speed of Trains—Negligence. 

In Powell against the Missouri Pacific Co., the Missouri 
Supreme Court lately held : é 

1. In an action for negligently causing death (by running 
over a person) by a railroad train, the Court holds that, 
aside from statutory or municipal regulation, no rate of 
speeed is negligence per -. ame 

2. Where the evidence introduced by the plaintiff shows 
that, although the defendent’s train was running at a high 
rate of speed, still there was no connection between the rate 
of speed and the accident, but that the injury was caused 
by the forgetful and neglectful state of the deceased at the 
time, it is the duty of the trial court to direct a verdict for 
the defendant. 


Municipal Taxation of Railroads in Georgia 


The United States Supreme Court has given its decision in 
the case of the Mayor and Aldermen of the city of Savan- 
nah against Morris K. Jesup, surviving trustee, etal. This 
was au appeal from a decree of the Circuit Court of the 
Uniied States for the Southern District of Georgia, denying 
a claim made by the city of Savannah against the Atlantic 
& Gulf Railroad Company for taxes alleged to be due for 
the years 1877 and 1878. Tae city maintained that it was 
entitled in equity to be paid out of the moneys in the hands 
of the Receiver of the road before the payment of certain 
bonds secured by mortgages on the railroad property. This 
court holds that the Legislature of Georgia did not intend, 
when imposing taxation for the state upon the properties of 
railroad companies, as was done by the statyte of 1874, to 
put upon the same property the additional burden of muni- 
cipal taxation, which, but for that act, would have been for- 
pidden by the charters of those companies, and that the rail- 
road company could not be subjected to additional taxation 
upon the part of the city of Savannah without further legis- 
lation to that end. The decree of the Circuit Court denying 
the city’s claim is therefore affirmed. Opinion by Justice 
Harlan; Justice Miller dissenting. 


Common Carriers’ Duties. 


It will be remembered that at the time of the freight 
handlers’ strike in New York, appli ‘ation was made to the 
Supreme Court for a writ of mandamus tocompel the com- 
panies to receive freight and forward it without delay. The 
case was heard by Judge Haight, who refused the writ. An 
appeal was taken and the Court at General Term now de- 
cides that the writ should be granted. The decision is very 
long, and holds in substance that a railroad company is a 
public corporation, charged with certain duties to the public, 
and that the remedy sought in this case was a proper one. 
It was the du.y of the companies to forward all freight 
offered without unreasonable delay, and the strike of 
laborers was not a sufficient excuse for their failure to per- 
form this may 

Of course the immediate occasion for the writ has passed, 
but the decision establishes a principle, and in that light it 
may be carried up to the Court of Appeals. 


OLD AND NEW ROADS. 


Arkansas Midland.-—A suit has been begun against 
this company to recover on $1,300,000 Arkansas state bonds 
issued to the old Arkansas Central Co., and afterwards 
repudiated by the state. The suit is based upon the recent 
decision in the Little Rock & Fort Smith bond case. 


Arkansas, New Mexico & Pacific.—A bill is before 
Congress to incorporate this compavy with the right to 
build a railroad from Fort Smith, Ark., through the Indian 
Territory, following generally the line of the Canadian 
River and through New Mexico to Albuquerque, where con- 
nection will be made with the Atchison, Topeka & Santa 
Fe and the Atlantic & Pacific roads. The incorporators are 
members of the Seney syndicate, which owns the East Ten- 
neessee, Virginia & Georgia roads, and has charters for a 
line across Arkansas. 


Augusta, Elberton & Chicago.—Surveys have been 
begun of the line of this road from Augusta, Ga., to Elber- 
ton, about 70 miles. 


Augusta & Knoxville.—Ata meeting called to consider 
what could be done to make up the January on its bonds 
which this company failed to pay on Jan. 1, resolutions 
were passed authorizing the directors to sell or lease the road 
on the best terms which can be obtained. 


Baltimore, Pittsburgh & Chicago.—At a meeting 
held Jan. 15 it was announced that arrangements had been 
made for the right of way into Pittsburgh, and that work 
would soon be begun on the line from that city to Akron, O, 
A committee was appointed to inspect the location and let 
contracts. 


Boston Grade Crossings.—The Massachusetts Rail- 
road Commissioners have been giving special attention for 
some time to the subject of the grade crossings of the roads 
entering Boston from the north, and in their report just 
presented to the Legislature they present the following 
scheme for obviating grade crossings of steam railroads 
which enter Boston at the north end of the city : 

‘First. Let the Eastern Railroad take a part of the 
Boston & Maine Railroad location from the point of crossing 
near Somerville, and thus obviate the crossings of these 
roads at that place. Let the Boston & Maine run westerly 
of and parallel to the new line of the Eastern, and both 
enter the city on the Boston & Maine location (made wider, 
if necessary), running into a union passenger station at 
Haymarket square. The grade of both roads to remain sub- 
stantially as at present to the point of crossing the Mystic 
Freight Railroad in Somerville, then rising enough to pass 
over the Fitchburg Railroad and Prison Point bridge, and 
continuing an elevated road to said station, passing over 
Causeway and Traverse streets. The Fitchburg Raitroad 
and Prison Point bridge to be depressed about three feet, or 
nearly down to extreme high-water mark. If it should be 
thought desirable to use the land now used by the Eastern 
Railroad for passenger business, and the remaining portion 
of the Boston & Maine Railroad property for freight pur- 
poses, the tracks outside of the passenger tracks could be 
depressed after passing Austin street and Prison Point 
bridge. 

" Tetons: The freight business of the two railroads, Bos- 
ton & Maine and Eastern, which is not accommodated on 
the bridge over Charles River, or upon the premises belong- 
ing to the two railroads on Causeway street, should all be 
turned off into the extensive freight grounds belonging to 




















the Eastern and Boston & Maine railroads in Somerville and 
Charlestown. These grounds could be divided between the 
two roads, affording separate accommodation for each, or 
could be used as a union freight yard, which might be im- 
proved by the purchase of the state prison land, giving a 
frontage on Austin street. 

“Third. The Mystic Freight Branch of the Boston & 
Lowell Railroad could be raised to pass over the Eastern 
and Boston & Maine railroads, also over Rutherford-avenue 
and Main street in Charlestown, avoiding four dangerous 
crossings, two railroads and two highways. This branch 
would also pass above the Grand Junction Railroad, if the 
latter were = at its present prade. 

* Fourth. The Grand Junction Railroad, if changed, must 
be carried over both the Fitchburg and Boston & Lowell 
railroads, which would render ‘it difficult to join the Eastern 
Railroad, and in any event would cross the ton & Maine 
at grade, so that it seems hardly practicable to attempt todo 
away with the crossings of this road over the Fitchburg and 
Boston & Maine railroads. 

‘In carrying out the changes noted in the first and third 
sections, the grade of tracks could be made comparatively 
easy, being nowbere over 30 ft. per mile, and the alignment 
would not be very materially changed. Variations from 
the above pian would be to let each road, after passing 
Prison Point bridge, run down to the old level, and exchange 
passenger stations, or have a union station either at Hay- 
market square or on Causeway street. Another plan would 
be to bring in the Boston & Maine and Hastern railroads 
from Somerville nearly over the location of the present 
freight tracks of the Eastern Railroad, elevate both tracks 
after passing the Mystic Branch of the Boston & Lowell 
Railroad, and then run over the Fitchburg, as by the other 
plans. By this plan the freight business of the two roads 
could be kept entirely separate, the Eastern using the 
freight-yard on the east of its elevated passenger. tracks, 
and the Boston & Maine using the freight-yard on the west 
of its elevated passenger tracks.” 


Brattleboro & Bennington.—The organization of this 
company has been completed under a charter granted by 
the Vermont Legislature. The road is to be of 8 ft. gauge 
and to run from Brattleboro, Vt., to Wilmington, and thence 
to irae The towns on the line are asked to sub- 
scribe. 


Brunswick & Western.—Work is to be commenced at 
once on the bridge at Albany, Ga., and the extension of this 
road (late the Brunswick & Albany) from that place to the 
Chattahoochee River, 60 miles. The road is to be carried 
through to Selma, Ala., 127 miles from the Chattahoochee 
and 358 miles from Brunswick, connecting there with the 
Memphis, Selma & Brunswick road, now in progress. 


Central, of New Jersey.—It bas been reported for 
several days that negotiations were pending for a lease of 
this road to the Lehigh Valley Co. These rumors were not 
much credited, especially as no lease could be made without 
consent of the Court, and the Chancellor would hardly 
authorize the Receiver to make a contract which would 
bind the stockholders. It is now announced that the reports 
have arisen from the fact that negotiations are pending for 
a new traffic contract between the two roads. 


Cincinnati & Eastern.—Track on this road is now 
laid to Plum Run, 0O., 74 miles from Cincinnati and 244 
miles beyond the late terminus at Peebles. Trains begin to 
run to the new station this week. There are still 31 miles 
to be laid to reach Portsmouth. 

As soon as trains are running to Portsmouth work will be 
begun on the proposed extension to Gallipolis, and on the 
a of the Ohio River Branch from New Richmond to 

erdeen. 


Cincinnati, New Orleans & Texas Pacific.—At 
the annual meeting in Cincinnati, Jan. 15, there was a long 
and somewhat excited discussion on the over-issue of stock 
made by the late George F. Doughty, when Secretary of 
the company. No proposition was made to the meeting 
and no action was taken. The company’s counsel stated his 
belief that the company was not liable, admitting at the 
same time that there was a difference of opinion among 
lawyers on this point. The general opinion among the 
directors seemed to be that holders of the illegally issued 
stock would have to look to Doughty’s estate for satisfaction 
of their claims, 

The holders of the illegal stock recently held a meeting, 
and will soon hold another, to consider what can be done to 
establish their claims, It is quite probable that they will 
bring suit against the company. 


Columbus, Chicago & Indiana Central.—It is an- 
nounced that a final opportunity will be given to holders of 
bonds and stock to join in the agreement of reorganization, 
Holders may sign the agreement and deposit their securities 
with the Union Trust Co. in New York until Jan. 22 at 3 
p. m., when the agreement will be finally closed. Purcbas- 
o> aac receipts will be given for all securities de- 
posited. 


Connecticut River.—At the annual meetin 
field, Mass., an attempt was made by Mr. A. B. 
the late President, D. L. Harris, to oust Mr. N. A. Leonard, 
the present President. He failed to secure the co-operation 
of a = stockholders, however, and the old board was 
re-elected. 


Cresson, Clearfield & New York.—An organization 
by this name is having surveys made for a railroad from 
Cresson, Pa., to a point on Clearfield Creek, where it is pro- 
posed to make connections with one of the new lines 
projected into the Clearfield coal region. The line will be 
about 40 miles long, and will open up some new coal terri- 
tory. 


Danville, Olney & Ohio River.—The Receiver gives 
notices that he intends to apply to the Court for authority 
to issue $100,000 receiver's certificates for the purpose of 
settling pressing claims and putting the road in good order. 


Delaware, Lackawanna & Western.—This company 
has begun to run coal trains through to Buffalo over its 
new Buffalo Division—the New York, Lackawanna & West- 
ern road. Through passenger trains will be put on in two 
or three weeks. 


Eastern Maine.—This company has petitioned the Maine 
Legislature for authority to extend its road from Bucksport, 
=. to Bar Harbor, with a branch from Ellsworth to 

moine, 


East Tennessee, Virginia & Georgia.—The new 
Goat Division is now fully in operation. The stations 
on this division, with the distances from Chattanooga, 
are: Ooltewah, 15.2 miles; O’Brien, 20.2; Cobutta (junc- 
tion with the Cleveland Branch), 26.7: Varnell, 30.9; 
Dalton, 40.0; Starks, 45.8; Carbondale, 49.9; Sugar Val- 
ley, 56.1; Skelley’s, 61.3; Plainville, 67.1; Hermitage, 
71.9; Rome, 80.0; Atlanta Junction (junction with Alaba- 
ma Division), 82.2; Silver Creek, 85.5; Brice, 92.3; Seney, 
98.9; Garfield, 96.7; Rockmart, 101.7; Braswell, 107.6; 
McPherson, 114.0; Dallas, 119.0; Hiram, 125.0; Powder 
Springs, 129.9; Austell (junction with Georgia Paeific), 
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134.7; Mableton, 138.2; Chattahoochee, 145.2; Six-mile 
Siding, 147.2; Simpson Street, 152.0; Atlanta, 153.0; 
Constitution, 159.1; Moore’s Mill, 162.6; Ellenwood, 165.9; 
Stockbridge, 171.9; McDonough, 181.3; Locust Grove, 
188.5; Jackson, 198.6; Indian Springs, 203.8; Frankville, 
212.9; Juliette, 217.5; Dames’ Ferry, 225.1; Holton, 
232.2; Macon, 240.6 miles. 


European & North American.—aA bill in equity has 
been filed in the United States Circuit Court in Portland, 
Me., to have the reorganization of the company and the 
lease of the road to the Maine Central set aside. The suit 
is brought by Marcus P. Norton, of Boston, as trustee under 
the consclidated mortgage made at the time the Maine and 
New Brunswick companies of this name were consolidated 
in 1872. The consolidation was afterward broken up by 
foreclosure of underlying mortgages. 


Fitchburg.—At the annual meeting, Jan. 30, the stock- 
holders will be asked to authorize the issue of $500,000 new 
20-year, 5 per cent. bonds, for the purpose of funding the 
floating debt; also to authorize the directors to request the 
Vermont & Massachusetts Co. to issue $1,000,000 new 
bonds, to be applied to the payment of the bonds of that 
—— falling due in July next, and to repaying the 
Fitchburg Co. for improvements made on the leased road. 


Flint & Pere Marquette.—The Boston Advertiser 
says: ‘* When this company was reorganized in 1879 the 
plan specified that the common stock shall not be entitled 
to vote until the new company shall have earned and paid 
for five successive years 7 per cent. annual dividends on the 
preferred stock, but it was nowhere stated that the common 
stock forfeited its right to dividends during this period if 
they were earned. Recently the matter was brought to the 
attention of the directors by some of the common stockhold- 
ers and they have agreed to allow a friendly suit to be 
brought to determine the rights of the common stockholders 
to dividends under the reorganization. The President of the 
company, the Hon. W. W. Crapo, believes that the common 
stockholders have no right; to dividends, even though earned. 
Other directors and otber lawyers hold a different opinion.” 


Galveston, Harrisburg & San Antonio.—The last 
rail on the line between San Antonio, Tex., and El Paso, 
482 miles, was laid Jan. 12 near the Pecos Crossing, about 
230 miles from San Antonio. Track was laid on all but 
about 10 miles last a the completion of the gap being 
delayed by a tunnel and some heavy bridge work. This 
gives the Southern Pacific (by which this company in con- 
trolled) a complete line of its own through to Houston, 
Tex., and connections through to New Orleans. 


Georgia Pacific.—On the section of 104 miles from 
Altlanta, Ga., to Anniston, Ala., only 10 miles remain to be 
completed, 94 miles of track being laid. From Anniston 
west to Birmingham, 63-miles, some 80 miles are graded, 
with work in progress on the rest. Contracts will soon be 
let on the 60 miles from Birmingbam west, which is the only 
part of the work not now in progress. From Columbus, 
Miss., eastward track is now laid to Fayette Court House, 
, 40 miles, and the grading is done some 25 miles 
urther. 


Grand Marais & Vermillion.—Tbis company has 
been organized to build a railroad from Grand Marais, in - 
Cook County, Minon., on the north shore of Lake Superior, 
west by north to Vermillion Lake, in St. Louis County, 
with a possible extension to the Manitoba line. 


Gulf, Colorado & Santa Fe.—The purchase of the 
Chicago, Texas & Mexican Central road, from Dallas, Texa 
to Cleburne, which was made by this company severa 
months ago, has been finally completed, all the legal for- 
malities having been complied with and a complete title 
tinally transferred, 


Hannibal & St. Joseph.—At a meeting of the board 
last week a statement was presented showing an increase of 
about 18 per cent. in the net earnings of 1882, over 1881. 
The board resolved to reduce the dividend on the preferred 
stock from 31, to 3 per cent., in view of the extraordinary 
expenses incurred in the litigation with the state of Missouri. 


Hartford & Harlem.—A dispatch from Hertford, 
Conn., says: ‘*The New York & Connecticut Air Live Co. 
filed its survey for a parallel road between New Haven and 
New York in 1881 under the provisions of the general rail- 
road law. The survey was thrown ont by the Railroad 
Commissioners because it did not give the definite poimt in 
New Haven from which it would start. A definite survey 
has now been filed and the Commissioners have designated 
Jan. 31 as the time for a hearing. This earlier application 
takes precedence of the recent one of the proposed Hartford 
& Harlem road, and as the survey of the jatter crosses that 
of the New York & Connecticut several times its iuterests 
may be materially affected should the Commissioners decide 
favorably upon the first application.” 


Hudson Tunnel Railroad.—All work on the tunnel 
under the Hudson is now suspended, Lack of money is the 
reason given and it is also understood that serious engineer- 
ing difficulties are in the way of a further continuance of 
work on the original plan. 


Tllinois Central.—During the month of December the 
carings of this company’s lines were as follows: 





1882, 1881. Decrease. P.c. 

Be TMCS... cc0c ccsceced $543,092 $583,085 $39,993 6.8 
rere 153,959 180,390 26,431 14.7 
ee en $697,051 $763,475 $66,424 8.7 


During December, 1882, the land sales were 1,721.29 acres 
for $9,687.33, and the cash collected on land contracts was 
$18,295.99. 

Absurd reports have been current in the newspapers that 
Mr. Wm. H. Vanderbilt has been a large buyer of this com- 
pany’s stock, his object being to secure control of the com- 
pany in order to hold complete possession of its Chicago 
station, which is also used by the Michigan Central. It was 
reported also that he had made arrangements to secure the 
co-operation of the Holland stockholders in his plans. 
There is absolutely nothing in these reports. 


Indiana, Bloomington & Western.—In the matter 
of the appeal of Turner and others from the decision of the 
Circuit Court confirming the sale of the old Indianapolis, 
Bloomington & Western road under foreclosure, the United 
States Supreme Court has given its decision dismissing the 
appeal. the Court holds that the sale was in all respects 
fair and proper, and in accordance with the decree of fore- 
closure, from which no appeal was taken. The order con- 
firming the sale is affirmed. 


Kansas City, em eld & Memphis.—Track on 

this road is laid to West Plains, Mo., 102 miles southwest 
from Springfield. The regular trains run to Cabool, 77 

— from Springfield, and will soon be extended to West 
lains. 


Lake Erie, Wooster & Muskingum Valley.—Tte 

rading of this road from Wooster, O., to the New York, 

ennsylvania & Ohio at Burbank, 15 miles, is now nearly 
all completed. Track will uot be laid until spring. 
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Manchester & Keene.—In the suit of Bruce and others 


to set aside the sale of this road,an answer has been filed by the 
company, setting forth that all the proceedings in the case 
were legal and proper and are matters of record. The an- 
swer further charges that the present suit is really insti- 
gated by the Nashua & Lowell Co. for purposes of its own. 


Manhattan Elevated.—The following statement is 
made for the three months from Oct. 1 to Dec. 31: 














N. Y. Elevated. Metropolitan. Total. 
Warnings. ...si0cassteveds $968,807 $669,286 $1,638,093 
EXpPeNOeWs 0.6 65 Ss ond Sense 509,517 453,228 962,745 
Net earpings............ $459,290 $216,058 $675,348 
Interest . . heedicinsnescon 151,251 195,099 346,350 
Sarl. sasnesss Gece $308,039 $20,959 $328,998 


It is reported that propositions are pending for a settle- 
ment with the Metropolitan substantially as follows: Ist, 
6 per cent. guaranteed dividends to both elevated roads by 
the Manhattan Company; 2d, after the above two dividends 
have been provided for, Manhattan stockholders to receive 
the surplus profits up to 6 per cent.; 3d, then any profits 
remaining are tobe divided about equally between the 
stockholders of the three companies. 


Marietta & Cincinnati.—The trustees for reorganiza- 
tion call a meeting of the parties to the agreement for the 
purpose of doing all things necessary or proper to reor- 
ganize the company: and notice is given that such meeting 
will be held atthe office of McClintick & Smith, solicitors, 
on Second street, inthe city of Chillicothe, Ohio, on the 


line of said railroad, on Feb. 7, 1883. 


Marquette, Hougbton & Ontonagon.—The directors 
on Jan, 11 resolved to declare a 4 per cent. dividend on the 
common stock, besides the dividend on the preferred stock. 
They also resolved to issue $900,000 new 6 per cent. 40- 
year bonds and $450,000 common stock on the extension of 
31 miles from L’Anse to Houghton, on which work has just 
been begun, The new bonds will be offered to stockholders, 
each holder of 50 shares to have the option of taklng one 
$1,000 bond at par, five shares of stock to be given with the 
bond asa bonus. The proceeds of the bonds are to be used 
for buiiding the extension and paying for permanent im- 
provements made duriug the past year. 

The directors state that while the earnings for the last 
half-year were sufficient to pay a 4 per cent. dividend and 
leave a surplus, they do not consider the company in any 
sense pledged to continue dividends on the common stock at 
that rate. The future dividends must depend on the earn- 
ings. 


Memphis & Charleston.—The lease of this company 
to the East Tennessee, Virginia & Georgia has not yet been 
eanceled, although negotiations are still nding. The 
trouble arises from the. inability or unwillingness of the 
Memphis & Charleston Co. to pay over the amount due the 
lessee for advances made under. Several propositions have 
been made, but no conclusion has yet been reached. 


Mexican Railroad Notes.—We take the following 
notes from the Mexican Financier of recent date: 

‘*Captain W. 8. Monroe has been awarded the contract 
for tracklaying, bridge- building, etc., for the first 100 miles 
into Mexico by the International Construction Co. (Hunt- 
ington Concession).” 

“The railroad from Pueblo toSan Martin Texmelucan 
during November carried 10,465 passengers. The tramway 
from Puebla to Cholula during the same period carried 11,- 
751 passengers.” 

‘The building of the Tehuantepec Railroad is pushing on 
from Salina Cruz under the direction of Government engi- 
neers. One thousand men are at work along a stretch of 25 
miles.” 

‘The anniversary of the founding of the city of Merida, 
Yucatan, will be celebrated on Jan. 6 by the formal opening 
of the railroad from Peto, the branch line from Acanchec to 
Tecoh, the railroad from Calchini to Merida, from Merida to 
Iiman, and the road from Merida to Conchal. <A concession 
has also been granted for a railroad connecting the cities of 
Maxcanu and Ticul.” 

“The city of Pachuca was united last week by rail with 
the Mexican Railroad at Irolo. The great mining camp of 
Mexico is now in direct rail communication with the capi- 
tal.” 


Minneapolis & St. Louis.—This company has add- 
ed to iis lines the recently completed Minnesota Central 
road, from Waterville, Minn., to Red Wing, 66 miles, which 
will be operated as the Cannon Valley Division. The new 
line is parallel to a branch of the Chicago, Milwaukee & St. 
Paul. 


Minnesota Central.—Track is now laid to Red Wing, 
Minn., 66 miles eastward from the starting point at Water- 
ville. From Jan. 6 the road is operated by the Minneapolis 
& St. Louis Co., under a contract lately made. 


Mt. Desert.—It is proposed to build a railroad on Mt. 
Desert [sland to the summit of Green Mountain. The pro- 
jectors believe that the road will return them a profit, 

esides adding to the attractions of Mt. Desert as a summer 
resort. Mr. A. F, Hilton, of Bangor, Me., has just completed 
a survey of the proposed line. 


Mt. Vernon & Tamaroa.—tThis company has been in- 
corporated to build a railroad from Mt. Vernon, Ill., west 
by south to Tamaroa, about 24 miles. 


Natchez, Red River & Texas.--This company some 
time ago bought an old line belonging to the Vidalia & 
Western Co., and running from Vidalia, La., on the Missis- 
sippi 9 miles back to Lake Concordia. The new company 
bas practically rebuilt the old road, and has extended it 2 
miles from the western terminus. 


Nazareth & Philadelphia.—This company has been 
incorporated to build a railroad from Nazareth, Pa., south- 
ward to the North Pennsylvania road near Hellertown. It 
is intended as a new outlet for the slate district above 
Nazareth. 


New York & Boston Inland.—This company, which 
was refused a certificate of incorporation in Massachusetts 
some time ago, has now complied with the requirements of 
the law and received a certificate. It is already incorporated 
in New York. The purpose of the company is to build a 
road so Boston to New York on as nearly an air line as is 
possible. 


New York & New England.—In the suit brought 
some time ago by stockholders of the old Boston, Hartford 
& Erie Co, to set aside as invalid and illegal the Berdell 
mortgage, under foreclosure of which the road passed to the 
present company, demurrers were interposed, alleging want 
of jurisdiction in the Court, want of equity and laches in the 
complaint. The United States Circuit Court in Boston, be- 
fore which the suit was brought, now decides that it has 
jurisdiction. in the case, but sustains the demurrers on the 
other grounds, The suit is therefore dismissed. 


New York & New Jersey Tunnel.—This company 
has been incorporated to build a tunnel road from Jersey 





City under the Hudson River to New York, and in that city 
to the line of the projected Central Underground road 
through Fourth avenue. It is said that surveys are to be 
begun at once. 


New York, West Shore & Buffalo.—Reports have 
been current for sometime that Mr. Wm. H. Vanderbilt 
bad secured a controlling interest in this road. They have 
been denied by both parties, but are still believed by many, 


Norfolk & Western.—Notice is given that this com- 
pany will issue 40,000 shares of common stock, in addition 
to the 30,000 shares now outstanding. The new stock will 
be issued in exchange for stock of the Shenandoah Valley 
Railroad Co. on the terms and conditions authorized. 

This additional stock was authorized at the annual meet- 
ing last week, when the agreement with the Shenandoah 
Valley Co. was approved. This agreement has not been 
published, but it is understood to provide for a virtual con- 
solidation by the transfer of all the stock of the Shenandoah 
Valley to the Norfolk & Western in exchange for its own 
stock to be issued. 

At the annual meetingalso the directors were authorized 
to extend the New River Division through West Virginia to 
the Ohio River, and to lease or purchase any road which 
might be used for this extension. 


Northern Pacific.—There has been much discussion 
over the proposition brought forward in the Judiciary Com- 
mittee of the House of Representatives at Washington, to 
report a resolution to the House declaring the company’s 
land grant forfeited. The present indications are that the 
resolution will be defeated in the committee and will not be 
submitted to the House at all. 


Ohio Central.—Work on the line in West Virginia is 
making rapid progress, and it will soon be completed from 
the Ohio River to Charleston. 


Ohio River.—This project, for a_ line along the north 
bank of the Ohio River from Aurora, Ind., to Jeffersonville 
and New Albany, has secured, it is said, the support of 
President M. E. Ingalls and others interested in the Cincin- 
nati, Indianapolis, St. Louis & Chicago road, who intend to 
push it forward. 

Ohio & Mississippi.—The 
December is as follows : 
ae OPeee rere re Sisp bth niaihans etna $122, 162 
SBOEIIOS ONSET ROCOUNW, «6 9 o.ndiscccicscnrctccssscensccseas 681,201 


Receiver’s statement for 


ari? chien Giada ao inbilahicn Dinka Masaststaehe ha Ses eee $803,363 
NN 6 ons Gawand  -venbns eA paeyaeramen the ombee 515,214 
GS Bias. ooo abc cdl acces Sosa veuceeeeuebanees $288,149 


The receipts were $165,987 in excess of the disbursements 
for the month. 


Ontario & Quebec.—This road is to run from Toronto, 
Ont. to Perth, 175 miles, there connecting with the Canadian 
Pacific to Ottawe. It will form a through line from the 
West to Montreal, Quebec, Boston, etc., by the Canada 
Southern, the Credit Valley and the Canadian Pacific roads, 
and will be in direct competition with the Grand Trunk. 
Construction is being rapidly pushed forward, ahout 1,800 
men being at work. The work is to be completed by next 
fall. 


Oregon & California,—On the extension of this road 
from Roseburg, Or., south to the California line, 45 miles of 
track, from Roseburg to the West Fork of Cow Creek, have 
been inspected and approved by the government commis- 
sioners. The track is laid for 9 miles further, the end being 
54 miles from Roseburg. 


Philadelphia & Reading.—It is announced that the 
leased Allentown road will be extended from Kutztown, Pa., 
to Auburn, 23 miles. Most of the line was graded several 
years ago. 

Nothing new has been added to the statements made last 
week in relation to the management of this road and Mr. 
Gowen’s rumored retirement. An application for the dis- 
charge of the receivers and the restoration of the property 
to the company has been prepared, and will be submitted as 
soon as the Court is ready to hear it. 


Pennsylvania, Slatington & New England.—The 
court has dissolved the injunctions obtained by this company 
to prevent the Wind Gap & Delaware road from using its 
tracks as a connection with the Bangor & Portland road at 
Pen Argyl, Pa. 


Pittsburgh, Cleveland & Toledo.—Tracklaying was 
to be begun this week at Old Forge, near Akron, O., and the 
work is to be pushed from that place to Youngstown. 


Pittsburgh & Lake Erie.—The Pittsburgh Telegraph 
says: ‘* There is a good deal of misapprehension in regard 
to the Oliver sale of Pittsburgh & Lake Erie Railroad stock 
to Vanderbilt, and wild stories are afloat, some of which 
have been printed to the effect that Vanderbilt had ob- 
tained, or would obtain, possession of the road. All such 
talk is utter nonsense. As has already been said by. the Tele- 
graph, Dr. Hostetter owns 17,000 shares of stock, Wm. H. 
Vanderbilt 12,000 shares (since the Oliver sale), the Econo- 
mites 8,000 shares, and the other 3,000 shares are held in 
small lots. Even if Vanderbilt and Dr. Hostetter should act 
in concert they could not vote their 29,000 shares in oppo- 
sition to the will of the trustees, who, under the trust deed, 
control 21,000 shares. This stock was issued under a direct 
contract that it should be controlled by a board of trustees, 
which has the power to vote it to prevent the absorption of 
tke road by its big rivals. Among other reports which have 
been afloat was a story current last night to the effect that 
Wm. H. Vanderbilt was in the city yesterday in consulta- 
tion with Mr. Oliver. It was entirely without foundation.” 


Pittsburgh & Western.—Tbis company’s report shows 
that it now has completed aline of standard gauge from 
Allegheny, Pa., to New Castle Junction, 60 miles, with the 
Duck Run Branch, 5 miles. A third rail for 3 ft. gauge is 
laid from Allegheny to Callery Junction, 26 miles. ‘The 
narrow-gauge line owned by the company is from Callery 
Junction to Foxburg, 45 miles, There are graded and 
ready for the rails the New Castle Branch, 3 miles, and the 
Slippery Rock Branch, 6 miles. The standard gauge equip- 
ment consists of 4 locomotives, 8 passenger and 50 freight 
cars, with more under contract; the narrow gauge equip- 
ment is 14 locomotives, 15 passenger and 286 freight cars. 


Rochester & Ontario Belt.—The Rochester (N. Y.) 
Democrat and Chronicle says : ‘‘ This company was orga- 
nized with a capital of $100,000. This land was known to 
be the property of the Rome, Watertown & Ogdensburg Co.. 
or in other words the power back of that throne, the Dela- 
ware, Lackawana & Western. This property has been oc- 
cupied without the formality even of obtaining of right of 
way. During the early fall it transpired that Walston H. 
Brown was negotiating for the purchase of the road, and 
after investigation it was decided to wait a little, but the 
arrangements were made and the following programme is to 
be carried out. As soon as the purchase of all of the right 
of way are made, and the arrangements for the building of 
the iron brid=e across the river are finished, then the price is 








to be agreed upon and the road sold tothe Delaware, 
Lackawanna & Western and the Rochester & Pitts- 
burgh companies. A junction with the Rome, Watertown 
& Ogdensburg road will be made at Summerville, and the 
trains on that road will run into the Rochester & Pittsburgh 
station direct. The Lackawanna will run into the city 
from their junction on the Rochester & Pittsburgh, into 
this station, and will: avail itself of the advantage of the 
harbor. This they have found a _ necessity in order 
to furnish the furnaces all along the line of their road, with 
the iron ore directly across Lake Ontario on the Canadian 
shore. The Rome, Watertown & Ogdensburg will be doubly- 
tracked from Oswego to Lewiston, and the long-talked of 
suspension bridge built across Niagara River at that point, 

so that the Buffalo-Lackawanna aud the Rome road wil 

make running connecticns with the Grand Trunk. The 
Rochester Division of the Erie and the Genesee Valley Canal 
line will also come in for running connections with the Belt 
and will avail themselves of the harbor privileges for coal. 
With this great change the Lincoln Park will reap a great 
benefit as well as Ch .rlotte, for at this point the roads will 
make their connections with the Belt. The Belt completed 
line has been bonded for $1,000,000, and ali that is lacking 
now is to arrange for the river bridge,which they expect tu 
have finished in September next. The work on the line 
from the LincoJn Park will be commenced as soon as the 
season opens. With this as an assured fact, there is every 
indication that Rochester will be the great coal market of 
the state.” 


Richmond & West Point Terminal.—For the 
purpose of taking up the floating debt, this company pro- 
poses to issue $2,000,000 of debentures, in the form of trust 
notes, for $5,000 each, secured by a deposit of securities 
with the Central Trust Co. of New York, subscriptions to 
which are solicited at 90 per cent. of their face vaiue. The 
notes, which are payable in two years or before, at the com- 
pany’s option, will be secured by a trust deed conveying the 
following securities to the Central Trust Co. as trustee: 





Amount. Value. 
Virginia Midland income bids........ $1,603,000 $801,500 
Virginia Midland stock.............. 3,567,300 714,460 
West. N. Caro'ina Ist mort. bds.... 1,640,000 1.002,0: 0 
West. N. Carolina 2d mort. bds.... 3,090,000 418,C00 
West. N. Carolina preferred stock... 3,168,300 216,830 
Richmond & Danville Extension stock 2,607,100 200,000 
Columbia & Greenville pref. stock... 1,000 300 
Columbia & Greenville com. stock... 1,000,000 103,009 
Northeastern of Georgia stock 120,000 12,000 
Northeastern of Georgia bonds 315,000 189,060 
Knoxville & Augusta stock.......... 100,000 + 150,000 
Knoxville & Augusta bonds ......... 100,000 4 — 
Danvill>, Mocksville & 8. W. stock... 49,000 30,000 
Rabun Gap Short Line stock........ 103,800 25,000 
Richmond & Mecklenburg stock... . 309,000 30,000 
: | ee .. . $17,764,600 $3,888,090 


As a portion of these securities have been already p'edged 
as security for debts against the company, and must be re- 
leased before the trust deed can be perfected, 50 per cent. of 
the subscription is made payable on or before Jan. 20, 
within a week of which time the trust is to be executed. 
The company reserves the right to withdraw the Danville 
Extension stock from the trust at any time upon the pay- 
ment of the amount at which it is valued therein, $200,000. 


St. Anthony.--This company has been incor porated in 
Minnesota with the object of building a new line between 
St. Paul and Minneapolis, and also of buying and improv- 
ing land along the line. The statements of the projectors 
are not very definite, but their intention seems to to 
build a light line, to be worked for local traffic entirely. 


Savannah, Florida & Western.—In the _ case -of 
Branch and others, appellants, against Morris K. Jesup, 
trustee, and the Atlantic & Gulf Co., the United States 
Supreme Court has given its decision. The appeal was from 
the decree of foreclosure under which the Atlantic & Gulf 
road was sold to the parties who organized the present com- 
pany. The Court holds that nothing in the record impeaches 
the fairness of the decree, and that the exceptions taken 
were properly overruled by the Circuit Court. The appeal 
is therefore dismissed and the decree affirmed. This decision 
finally fixes the title to the road in the present company. 


Skowhegan & Athens.—The contract for grading this 
road from Skowhegan, Me., to Athens, 1244 miles, has b 
let to Neil McBride, of Portland, Me., for $12,000, paya 
in monthly cash installments. Work is to be begun 
May 1. The road is to be of 2 ft. gauge. 


Texas & Pacific.—In the suit of certain stockholders of 
the old Southern Pacific Co., of Texas, whose property wus 
sold to this company, the Kentucky Court of Chancery bas 
decided against the plaintiffs, holcing that there was no 
fraud in the sale of the property to the present company. 
Tue Chancellor also holds that the suit is defective, because 
the trustees of the old corporation, who properly represent 
it, are not parties to the suit; also that the delay of the old 
stockholders from 1868 to 1873 before suing was such neg 
ligence as to prevent them from afterwards asking the aid 
of the Chancellor to recover back from defendants the road 
which the latter had made valuable during their delay by 
the free use of money, time and energy. 


Toledo, Cincinnati & St. Louis.—Track is now all 
laid on the connecting line from the Southeastern Division, 
at Wellston, O., to the Iron Railroad, which this company 
bought some time ago. This line is 3844 miles long, and its 
completion gives the company a line 166 miles long, from 
Dayton, O., to Ironton on the Ohio River. This line is, for 
over half its length, ina mineral country, and it reaches 
near Ironton a number of mills and furnaces, whose only 
outlet hitherto has been by the river. Probably some of the 
additional track reported was laid this year. 


Toledo & Indianapolis.—This road has been completed 
to Findlay, O., 45 miles southward from the starting point 
at Toledo. At Findlay connection is made with the Indiana, 
Bloomington & Western road. The work on this road has 
been very quickly done, the contractor, P. Dowling, having 
begun work only about the end of September. 


Toledo, Oskaloosa & Western.—This company has 
been incorporated to build a railroad from Oskaloosa, Ia., 
to Council Bluffs by Indianola, Winterset and the Marion 
County coal fields. It is understood that the project is in 
the interest of the Central Iowa road. 


Wabash, St. Louis & Pacific.—This company has be- 

n running through trains between Chicago and Council 

luffs by way of the new Humeston & Shenandoah road, 
which is considerably shorter than the route heretofore 
used by this company. 


Wilmington, Wrightsville & Jacksonville.—Work 
is soon to be begun on this road, a considerable amount 
having been subscribed. The road is to run from Wilming- 
ton, N. C., north by east to Jacksonville, on a line parallel 
to the sea coast but some 30 miles back from it. The pecu- | 
liarity of the project is that it is started by a colored man, 
subscriptions are asked from colored men only, and all the 
employés of the road are to be colored men, as far as 
possible, 





